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The Jennison Case 





The Interstate Commerce Commission began a re- 
hearing of oral arguments in this case on June 1. 
The case was originally submitted to the Commission 
on June 3, 1909, but the Commission found it desirable 
to reopen the case and a further hearing was had at 
Buffalo in January of this year. 

Additional briefs were filed and the case resub- 
mitted on March 1 and on the 15th of that month 
the Commission decided that the lake-and-rail rate of 23 
cents on flour from Minneapolis to New York and At- 
lantic seaboard territory was unreasonable to the extent 
that it exceeded 21% cents per 100 pounds, and or- 
dered that the latter rate be put into effect on or be- 
fore May 10, 1910, and maintained for not less than two 
years. 

The effective date of the order was later postponed 
and the rehearing granted upon strong protests from not 
only the railroads, but also the millers, who complained 
that the new rates would disarrange the whole western 


country’s rates on wheat and wheat flour to eastern des- 
tinations. 
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Pull Together 


Washington, D. C., June 3.—The 
Washington Post voices conservative 
opinion this morning as follows: 

There are more than a few rail- 
road managers who do not share the 
feeling held by their fellows, that 
the government is alined with their 
foes. Were the functions of Congress 
and the administration more fully 
comprehended, the feeling of dis- 
trust would vanish from the minds 
of many others. For example, the cry is going up that 
the Hannibal injunction seeks to prevent the railroads 
from increasing freight rates, whereas the truth is, that 
the sole question is whether the railroads have com- 


bined for the purpose of fixing rates in restraint of 
trade. 





The Interstate Commerce Commission alone has the 
power to determine if rates are too high. The point is 
a new one, and, therefore, conducive to confusion of 
mind, but it was raised in an emergency that the gov- 
ernment did .not create. The railroads themselves are 
interested in knowing whether they are within the law, 
and it would seem that, with both parties seeking light, 
the case might have been submitted for decision on an 
agreed statement of facts and adjudicated without fric- 
tion. 

Here again is seen the wisdom of harmony of ac- 
tion. And-this principle should hold good in legislation, 
and in other quarters where the interests of railroads 
and people avoidably clash. Even the voice of demagogy, 
when the other factors of discord shall have disappeared, 
cannot conjure up a railroad uproar. Let us adjust the 
anarchy of traces and pull together. 


Important Ruling on Routing 


Washington, June 3.—In.a comparatively __insignifi- 
cant reparation case, the Interstate Commerce Commis- 
sion to-day, in an opinion on a complaint instituted. by 
the Duluth & Iron Range Railroad company against the 
Chicago, St. Paul, Minneapolis & Omaha Railway com- 
pany and other carriers, made a ruling of the highest 
importance to interstate railways and shippers. It held 
that a connecting line receiving a shipment without 
instructions may demand instructions from the initial 
carrier, but if instead of pursuing that course it as- 
sumes responsibility of routing, it must accept the re- 
sulting liability for any increased changes that may fol- 
low a mistake in selecting the wrong route. 

The case in which. the opinion was .rendered be- 
comes of peculiar importance because more difficulty is 
experienced by the Commission and by shippers with the 
misrouting of freight than with any other complaints 
with which the Commission has to deal. 








SLEEPING CAR RATE HEARING POSTPONED. 

St. Paul, Minn., June 3.—The hearing on the ap- 
plication of the Great Northern railway to restrain. the 
enforcement of the order of the Interstate Commierce 
Commission in the Loftus cases has been postponed until 
Monday, June 6. It is understood that this was done 
so that the Great Northern might intervene in the case 
brought by the Pullman company in Chicago; if inter- 
vention is allowed, the case here is to be dismissed. 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulings in Contested 
Cases 


Special Rates on Burnt Cotton Denied 


No. 2814. 
(18 I. C. C. Rep., 478.) 
SIMON LESSER 
vs. 
GEORGIA RAILROAD ET AL. 


Submitted February 23, 1910. Décided May 9, 1910. 


In view of the small volume of traffic in burnt cotton and the 
difficulty, without opening the bale, of determining the 
extent of the injury, and the possibility that a special rate 
might be taken advantage of and-lead to abuses; Held, 
That the public interest does not require a distinction in 
rates to be made between cotton and burnt cotton. The 
complaint is therefore dismissed. 





R. J. Southall for complainant. 

R. Walton Moore for Georgia railroad. 

Ed Baxter for Louisville & Nashville Railroad com- 
pany. 

Report of the Commission. 
HARLAN, Commissioner: 

On November 21, 1907, the complainant shipped in 
carloads from Augusta, in the state of Georgia, to 
Lockland, in the state of Ohio, 132 bales of what was 
described in the bill of lading as “cotton refuse and 
mixed jute tailings.” An inspection of the shipment 
made by an agent of the southern weighing and inspec- 
tion bureau in connection with a sampler employed by 
the complainant, disclosed the fact that 101 bales con- 
sisted of cotton that had been subjected, to a greater 
or less extent, to the action of fire, the remaining 31 
bales being “mixed jute and cotton refuse or tailings” 
as billed. On the hearing it was readily conceded that 
83 bales were burnt cotton as claimed by the defendant, 
but it was contended by the complainant that the other 
49 bales were made up of the jute mixture. The only 
evidence offered in support of this contention, however, 
was a bill of sale, which described 49 bales as sweep- 
ings and seemed to show that they had been sold at 
1% cents per pound. On the whole record we feel 
justified in concluding that the 18 bales in dispute were 
burnt cotton, and we shall so consider them in dispos- 
ing of the complaint. 

The Western and Official Classifications make no 
reference to burnt cotton but do provide for cotton, 
n. o. s. Under the Southern Classification the same 
rating is given both to burnt cotton and to uninjured 
cotton; nor is there any distinction between cotton and 
burnt cotton in the tariffs of the defendants, the pub- 
lished rate on both commodities between the points in 
question being 53 cents per 100 pounds. The legal rate 
on that part of the complainant’s shipment that con- 
sisted of burnt cotton was therefore 53 cents, and this 
was the rate at which the charges were actually as- 
sessed and collected. The petition in no way mentions 
burnt cotton, but simply avers that the 53-cent rate was 
an unreasonable rate on mixed jute and cotton refuse 
or tailings, and that for carload shipments the rate 
should not exceed 20 cents per 100 pounds, which rate 
was in fact already applicable on the latter commodity 
over the defendant lines. We gather, however, from the 
record that the real contention of the petitioner is 
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that this 20-cent rate on mixed jute and cotton refuse 
or tailings should be éxtended to burnt cotton on the 
theory that burnt cotton in reality is cotton refuse. 
The case was heard and argued upon that issue and 
upon that basis reparation is deman@éd in the sum of 
$179.74. We are also asked to establish such rules and 
regulations, in lieu of those now existing, as will oper- 
ate to prevent the continuance of this alleged discrim- 
ination and disadvantage; and this we understand to 
mean that we shall order the defendants hereafter to 
apply on burnt cotton the present rate on mixed jute 
and cotton refuse, 

As the tariffs of the defendants specifically provide 
that burnt cotton shall take the regular cotton rates, we 
need not discuss the complainant’s contention that 
burnt cotton is cotton refuse. It may be well to add 
that at the time these shipments were made the car- 
load rate of 20 cents on mixed jute and cotton refuse 
or tailings was technically inapplicable on those com- 
modities as was also the less-than-carload rate of 32 
cents. But the defects in the tariffs of the defendants 
in this respect have since been corrected so far as the 
carload rate is concerned, and therefore may be dis- 
regarded in the disposition of the complaint. It is 
assumed that the defendants will promptly correct their 
tariffs with respect to the less-than-carload rate also. 

At the hearing it was strongly urged by the com- 
plainant that inasmuch as the value of burnt cotton 
was considerably less than that of an average grade of 
uninjured cotton, it should not take the same rates as 
the uninjured commodity. While the technical force of 
this contention was admitted by witnesses for the 
defendants, it was stated that as a practical matter it 
would be difficult to establish a special rate on burnt 
cotton without opening a channel for misbilling and dis- 
crimination; and for this reason the regular cotton rates 
for many years have been applied to cotton damaged 
by fire. On this subject testimony was adduced to 
show that it would be impossible for an inspector or- 
dinarily to ascertain to what extent a bale of cotton 
was damaged, and that this was a very material phase 
of the matter inasmuch as some so-called burnt cotton 
is fully as valuable as a low-grade cotton. It was fur- 
ther urged that the bales are frequently scorched only 
on the outside, the inner portion being wholly uninjured. 
In such cases, unless the bales are opened, the extent 
of the damage and the consequent value of the com- 
modity would be unascertainable. In reply to these 
contentions the complainant suggested that it would be 
entirely practicable to establish a rate on burnt cotton 
pickings, and that under a rate so limited the shipper 
could be held to a strict accountability. The defendants, 
however, were strongly adverse to establishing a differ- 
ent and lower rate on cotton injured by fire, evidently 
believing that it would subject the traffic to unlawful 
discriminations and practices. The movement of burnt 
cotton ordinarily is not very large. Apparently the 
complainant is the principal dealer at Augusta, and his 
shipments last year amounted to but 300 bales out of 
the 400,000 bales of cotton that passed through that 
point. 

The question presented on these facts is whether 
burnt cotton is entitled to a special rate. It is sug- 
gested as a solution of the problem that carriers might 
be requireé@ to publish a low rate on burnt cotton re- 
leased to a valuation of 5 cents a pound. It is doubtful, 
however, whether such an order is within the power of 
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the Commission to enter, and if so whether it would 
prove altogether satisfactory. While the record shows 
that this particular cotton was sold at a price that 
indicates that it had been so injured as to leave it of 
a value approximating the’ value of ordinary cotton 
waste, nevertheless there is no fixed standard by which 
the value of burnt cotton may be satisfactorily deter- 
mined by any system of inspection that carriers could 
reasonably be expected to establish. A high grade of 
cotton slightly burned on the outside of the bale may 
still be as valuable as a low grade that has not been 
touched by fire. Upon all the information now before 
us, and in view of the negligible volume of the traffic 
in burnt cotton, we are unable to see that the public 
interest requires a distinction to be made between cot- 
ton and burnt cotton; and we reach this conclusion the 
more readily in view of the possibility that such a dif- 
ference in rates might be taken advantage of and thus 
lead to abuses. Moreover, the owners of cotton injured 
by fire are ordinarily insured, and if so, suffer little 
loss; and those who make a business of buying burnt 
cotton undoubtedly give a price that is adjusted to the 
regular freight rate on cotton. 

Under all the facts shown of reeord we think the 
complaint must be dismissed, and it will be so ordered. 


Red Wing Rates Discriminatory 





No. 2908. 
(18 I. C. C. Rep., 481.) 
FREDERICH & KEMPE COMPANY ET AL. 
vs. 
NEW YORK, NEW HAVEN & HARTFORD RAILROAD 
COMPANY ET AL. 
Submitted April 19, 1910. Decided May 3, 1910. 


On complaint of merchants and shippers of Red Wing, Minn., 
that rates charged by defendants on shipments from 
Trunk Line points are unreasonable and discriminatory to 
the extent of certain arbitraries added to the rates to St. 
Paul, Minn., from the same points;. Held, That inasmuch 
as Red Wing is intermediate on the main line of the Chi- 
cago, Milwaukee & St. Paul railway from Chicago, Ill., and 
Winona, Minn., to St. Paul, and as competitive cities north, 
east and south take St. Paul rates, it is unduly discrim- 
inated against to the extent of the arbitraries. Ordered, 
That the Chicago, Milwaukee & St. Paul Railway company 
be required to maintain to Red Wing no higher rates from 
points in Trunk Line territory than are contemporaneously 
maintained to St. Paul from the same points, 

G. M. Stephen, A. M. Lasley and F. A. Lasley for 
complainants. 

S. A. Lynde for Chicago & Northwestern Railway 
company. 

William Ellis for Chicago, Milwaukee & St. Paul 
Railway company; Pennsylvania Railroad company; 
New York, New Haven & Hartford Railroad company; 
Erie Railroad company, and Chicago & Erie Railroad 
company. 

O. E. Butterfield for New York Central & Hudson 
River Railroad company; Lake Shore & Michigan South- 
ern Railway company; Michigan Central Railroad com- 
pany, and West Shore Railroad company. 

Winston, Payne, Strawn & Shaw and Blackburn 
Esterline for Chicago Great Western Railroad company. 


Robert E. Burnap for Grand Trunk Railway system. 
Report of the Commission. 
KNAPP, Chairman: 


This is a complaint by a number of manufacturers 
and merchants of Red Wing, Minn., that defendants’ 
eharges for transporting freight from Trunk Line points 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 731 


to Red Wing, via all-rail and lake-and-rail routes, are 
unreasonable and discriminatory to the extent of cer- 
tain arbitraries added to the rates from the same points 
to St. Paul and other competing points in Minnesota 
and Wisconsin. Reparation is asked on a large num- 
ber of shipments. 

Red Wing is a city of about 20,000 population, 
located on the west bank of the Mississippi river, about 
40 miles south of St. Paul, 60 miles west of Eau Claire 
and Chippewa Falls, Wis., 60 miles north of Winona, 
Minn., and 90 miles north of La Crosse, Wis. It is on 
the main line of the Chicago, Milwaukee & St. Paul, 
extending from Chicago to St. Paul and Minneapolis. 
It is also served by branch lines of the Chicago Great 
Western. Red Wing is about 190 miles from Duluth via 
St. Paul. The distance from Milwaukee to La Crosse is 
about 190 miles. The distance from Chicago to Winona 
is 307 miles and to Red Wing 367 miles. Chippewa Falls 
is 403 miles from Chicago via the Chicago, Milwaukee & 
St. Paul, and Eau Claire 396 miles. Red Wing is 254 
miles from Milwaukee, and La Crosse is 239 miles from 
Green Bay via the Green Bay & Western. Chippewa 
Falls and Eau Claire are served by branch lines of the 
Chicago, Milwaukee & St. Paul. 

On traffic to and from Central Freight associa- 
tion territory, St. Paul rates are applied to Red Wing 
as intermediate. On all shipments outbound, Red 
Wing is on the St. Paul basis. It is only on shipments 
from Trunk Line points that Red Wing is excepted from 
the general adjustment of rates applicable to competi- 
tive points north, east and south. On shipments from all 
eastern points, including those in Trunk Line territory, 
La Crosse, Winona, Eau Claire, Stillwater, Minn., St. Paul 
and Minneapolis take the same rates via all routes. 

The effective rates in cents per 100 pounds from 
New York, Philadelphia and Baltimore to St. Paul and 


Red Wing, via lake and rail and all rail, are shown by 
the following table: 


LAKE-AND-RAIL RATES. 








Baltimore 


To St. Paul. To Red Wing. 
———Class———_— Class 
From— i; 3 ae er ee ck. eh eee eS 
New York ...... 83 72 54 $38 32 326 98 84 64 45 36 30 
Philadelphia .... 77 66 52 36 30 24 92 78 62 43 34 28 
io 


64 51 35 29 23 90 76 61 42 33 27 
ALL-RAIL RATES, 


New York...... 115 99 76 53 46 38 1380111 86 60 50 42 
Philadelphia .... 109 93 74 51 44 36 124105 84 58 48 40 
Baltimore ...... 107 91 73 50 43 25 122103 88 57 47 39 


It thus appears that rates to Red Wing from the 
territory in question are made by adding to St. Paul 
rates the following arbitraries: 

SED dass wins etek da ome 1 2 3 4 5 6 





AMPOUTATIOG..... 5.0 s0:0:9'00 0% 15 12. 10 7 4 4 


For many years prior to May 20, 1908, Red Wing 
was on the St. Paul basis with respect to shipments 
from Trunk Line points via lake-and-rail routes. On 
the date named the above arbitraries were applied to 
Red Wing, Eau Claire, Chippewa Falls, La Crosse and 
Winona. In August, 1908, Winona, La Crosse, Eau 
Claire and Chippewa Falls were restored to the St. 
Paul basis. In October of the same year Red Wing 


was given the same rates, but in June, 1909, the 
arbitraries were re-established as applicable to Red 
Wing only and have since been maintained on traffic to 
that point. 

It is eontended by the Chicago, Milwaukee & St. 
Paul, which assumed the burden of the defense, that 
on shipments from Trunk Line points rates to St. Paul 


perenne en 
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are forced down by lake-and-rail competition through 
the Duluth gateway, and that higher rates to Red Wing 
are justified because of this competition at St. Paul, 
although Red Wing is intermediate the way the traffic 
moves. It is asserted that Winona and La Crosse take 
St. Paul rates because of lake-and-rail competition via 
the Green Bay & Western from Green Bay, Wis., and 
that application of St. Paul rates to Chippewa Falls and 
Eau Claire is made by lines reaching those points from 
Lake Superior ports to the north. 

It is further stated by defendants that the St. Paul 
basis, lake and rail, was. discontinued at Red Wing for 
the reason that, if maintained there, other cities to 
the west served by the Chicago, Milwaukee & St. Paul 
and other lines leading from Chicago would demand 
the same basis, and thus the entire rate structure 
throughout a considerable extent of territory would be 
endangered. 

Freight moving all-rail from Central Freight asso- 
ciation as well as from Trunk Line points passes 
through Chicago or Milwaukee, La Crosse and Winona 
on its way to Red Wing. Transportation conditions be- 


yond Chicago are precisely the same whether the 
traffic originates in Trunk Line or Central Freight 
association territory. Lake-and-rail competition is only 


effective during the open season, which comprises about 
seven months of the year; and, so far as the evidence 
shows,-no freight is shipped from Trunk Line’ points to 
Red Wing through the Duluth gateway. 

No point of any importance south of St. Paul takes 
as high rates as Red Wing. To Hastings, Minn., 20 
miles south of St. Paul, there was applied for a number 
of years the lowest combination based on Chicago, 
Milwaukee, Duluth, St. Paul or Winona. In 1907 the 
combination via the route the shipment moved was 
applied. June°1, 1909, the arbitraries applicable to Red 
Wing were established at Hastings. 

We are not impressed with the contention of de- 
fendants that if Red Wing is placed upon the St. Paul 
basis on shipments from Trunk Line points it will, as 
a matter of course, be necessary to apply the same 
basis to points west of Red Wing. On most traffic Red 
Wing is treated by defendants as a Mississippi river 
point. No point west of Red Wing, as we see the sit- 
uation, is similarly surrounded by competing cities 
which take a lower basis of rates. The defendants 
justify the higher rates to Red Wing on the ground of 
alleged dissimilar circumstances and conditions _ pre- 
vailing at St. Paul. They also insist that circumstances 
and conditions are different at Eau Claire, Chippewa 
Falls, Winona and La Crosse. With respect to the two 
first-named points the circumstance of location favors 
Red Wing, while the fact that La Crosse and Winona 
take lower rates is a substantial disadvantage from a 
competitive standpoint. 

Red Wing is not only intermediate on the main line 
of the Chicago, Milwaukee & St. Paul from Chicago, 
Miiwaukee, La Crosse and Winona to St. Paul, but its 
relative distance from Duluth and Milwaukee and its 
proximity to competing points in the same region make 
in our opinion, the application of the arbitraries in 
question unduly prejudicial-and therefore unlawful. 

The Chicago Great Western reaches Red Wing by 
branch lines, and as that point is not intermediate on 
its main line, Chicago to St. Paul, it perhaps ought not 
to be required to apply St. Paul rates thereto on Trunk 
Line traffic. Red Wing is intermediate only on the 
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Chicago, Milwaukee & St. Paul and _ other, car- 
riers should. apparently be allowed to determine for 
themselves whether they will meet the Red Wing rates 
of that company. What a carrier may do to meet com- 
petition of the kind in question is one thing, and what it 
ought to be compelled to do is another thing. 

The arbitraries which are added to the St. Paul 
rate from Trunk Line points on shipments to Red Wing 
inuré to the lines leading from Chicago. They appear 
in the Western Trunk Line tariff and in the rail-and- 
lake tariff of the Baltimore & Ohio and other lines to 
which numerous carriers are parties. In divisions of 
through rates lines to Chicago receive the same earn- 
ings on Red Wing traffic as on similar traffic destined 
to St. Paul. Under all the circumstances shown we are 
of the opinion and so find that the rates in question are 
unreasonable and discriminatory, and that the Chicago, 
Milwaukee & St. Paul should be required for the future 
to cease and desist from adding published arbitraries 
to the St. Paul rates to make the rates to Red Wing 
on traffic from Trunk Line points. 

In view of all the circumstances relating to the 
making and maintenance of the rates to Red Wing we 
are of opinion that reparation should not be awarded. 

An order will be entered accordingly. 





ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 3d day of May, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 2908. 

FREDERICH & KEMPE COMPANY; BECKMARK 
SHOE COMPANY; RED WING ADVERTISING 
COMPANY; S. B. FOOT & CO.; RED WING LIN- 
SEED COMPANY; CHARLES BETCHER LUMBER 
COMPANY; RED WING BUTTER AND EGG COM- 
PANY; RED WING MALTING COMPANY; RED 
WING SHOE COMPANY; THE RED WING PRINT- 
ING COMPANY; FOREST PRODUCTS COMPANY; 
THE RED WING MANUFACTURING COMPANY; 
THE LA GRANGE MILLS; RED WING BRICK 
COMPANY; THE LEADER COMPANY; RED WING 
SEWER PIPE COMPANY; RED WING BREWING 
COMPANY; THE MINNESOTA MALTING COM- 
PANY; RED WING BOAT MANUFACTURING 
COMPANY; RED WING GAS, LIGHT & POWER 
COMPANY; RED WING FURNITURE COMPANY; 
RED WING MILLING COMPANY; GRONDAHL 
BROTHERS; GEORGE E. SMITH COMPANY; H. 
G. LILLYBLAD MANUFACTURING COMPANY; 
H. J. HERMSTAD & CO.; BOXRUD BROTHERS; 
RED WING LIQUOR COMPANY; ADLER, 
SCHACHT & CO.; DENSMORE BROTHERS; F. 
A. BARTRON & CO.; NELSON & METZLER; 
FOSTER BROTHERS; BLUMRICH BROTHERS; 
A. SWANSON & SON; SWANSON & ANDERSON, 
AND LADBER BROTHERS 

vs. 

THE NEW YORK, NEW HAVEN & HARTFORD RAII- 

ROAD COMPANY; BOSTON & MAINE RAILROAD; 

THE NEW YORK CENTRAL & HUDSON RIVER 

RAILROAD COMPANY; WEST SHORE RAILROAD 

COMPANY; ERIE RAILROAD COMPANY; CHICAGO 

& ERIE RAILROAD COMPANY; THE PITTSBURGH, 
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CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 

COMPANY; PENNSYLVANIA COMPANY; THE 

BALTIMORE & OHIO RAILROAD COMPANY; BAL- 

TIMORE & OHIO SOUTHWESTERN RAILROAD 

COMPANY; THE LAKE SHORE & MICHI- 

GAN SOUTHERN RAILWAY COMPANY; MICHI- 

GAN CENTRAL RAILROAD COMPANY; THE NEW 

YORK, CHICAGO & ST. LOUIS RAILROAD COM- 

PANY; CLYDE STEAMSHIP COMPANY; MER- 

CHANTS’ & MINERS’ TRANSPORTATION COM- 

PANY; SOUTHERN RAILWAY COMPANY; LOUIS- 

VILLE & NASHVILLE RAILROAD COMPANY; 

WESTERN TRANSIT COMPANY; RUTLAND 

TRANSIT COMPANY; CHICAGO & NORTHWEST- 

ERN RAILWAY COMPANY; CHICAGO, MILWAU- 

KEE & ST. PAUL RAILWAY COMPANY; CHI- 

CAGO GREAT WESTERN RAILROAD COMPANY; 

MINNEAPOLIS, ST. PAUL & SAULT STE. MARIE 

RAILWAY COMPANY; PERE MARQUETTE RAIL- 

ROAD COMPANY; GRAND TRUNK RAILWAY 

COMPANY OF CANADA, AND GRAND TRUNK 

WESTERN RAILWAY COMPANY. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its conclusions thereon, and having 
found that the class rates applied by defendants to 
the transportation of interstate traffic over their re- 
spective lines from New York, N. Y., Philadelphia, Pa., 
and Baltimore, Md., and other points in Trunk Line 
territory enumerated in Western Trunk Line tariff, 
I. C. C. No. 678, effective March 5, 1906, to Red Wing, 
Minn., are unjust and unreasonable and unduly dis- 
criminatory to the extent that such rates exceed the 
rates contemporaneously maintained from the points 
above noted to St. Paul, Minn.; the rates from said 
points of origin to Red Wing, Minn., exceeding the rates 
now maintained to St. Paul, Minn., by reason of the 
maintenance and collection of published arbitraries by 
carriers west of Chicago, IIl.: 

It is ordered, That defendant Chicago, Milwaukee 
& St. Paul Railway company be, and it is hereby, noti- 
fied and required to cease and desist on or before the 
15th day of July, 1910, and for a period of not less than 
two years thereafter to abstain from exacting for the 
transportation of said traffic over its line originating in 
New York, N. Y., Philadelphia, Pa., and Baltimore, Md.., 
and the points in Trunk Line territory, enumerated in 
Wesiern Trunk Line tariff, I. C. C. No. 678, effective 
March 5, 1906, to Red Wing, Minn., the present pub- 
lished arbitraries that it now adds to the present St. 
Paul rates, from the same points of origin. 

It is further ordered, That the above-named defend- 
ants, with certain’ exceptions hereinafter noted, be, and 
they are hereby, notified and required to establish on 
or before the 15th day of July, 1910, and maintain in 
force thereafter during a period of not less than two 
years, and apply to the transportation of interstate 
trafic over their lines from New York, N. Y., Philadel- 
Phia, Pa., and Baltimore, Md., and other points in Trunk 
Line territory, enumerated in Western Trunk Line 
tariff, I. C. C. No. 678, effective March 5, 1906, rates to 
Red Wing, Minn., that are no higher than the rates that 
are contemporaneously maintained on the same traffic 
from the same points to St. Paul, Minn. 
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It is further ordered, That all defendant carriers 
operating west of Chicago, Hl., except the Chicago, 
Milwaukee & St. Paul Railway company, which par- 
ticipate in traffic to Red Wing, Minn., from the above- 
described points are hereby relieved from concurring in 
the establishment of rates to Red Wing above required 
to be established, unless they desire so to do. 

And it is further ordered; That said defendants be, 
and they are hereby, authorized to make effective upon 
three days’ notice to the public and to the Interstate 
Commerce Commission, given in the manner required 
by law, the rates which said defendants are by this 
order required to put in force on or before the 15th 
day of July, 1910, in which event the tariffs must con- 
tain the notation that they are issued under the author- 


ity hereby granted and must refer to the number of 
this case. 


Milling-in- Transit Case Dismissed 


No. 1723. 
(18 I. C. C. Rep., 490.) 
BAYOU CITY RICE MILLS ET AL. 
vs. 
TEXAS & NEW ORLEANS RAILROAD COMPANY 
ET AL. 


Submitted June 18, 1909. Decided May 9, 1910. 


On complaint that millers of rice at Houston, Tex., are sub- 
jected to undue prejudice and disadvantage because 
storage-in-transit and reconsignment privileges are pro- 
vided at Houston on rice destined to New Orleans, La., 
while similar privileges are denied at Louisiana points on 
rice destined to Houston; and of the maintenance of a 
rate of 19 cents from Houston to New Orleans while ac- 
cording a rate of 15 cents from Clinton, Tex., a point 
about eight miles south of Houston, the traffic from Clinton 
Reasing through Houston to reach New Orleans; Held, (1) 

hat we are not warranted in finding that there is any 
unjust discrimination because of the failure of rail lines 
reaching New Orleans to provide for transit privilege on 
shipments of rice from New Orleans to Texas, and (2) a 
prima facie case of dissimilarity of conidtions between 
Houston and Clinton under the fourth section has been 
made. As the facts now appear no order which might 
disturb the whole system of rice rates in that section of 
the country will be entered. Complaint dismissed without 
prejudice. 





P. H. McNemer and Hutcheson, Campbell & Hutche- 
son for complainants, 

Baker, Botts, Parker & Garwood, J. P. Blair and 
F. C. Dillard for defendants, 


Report of the Commission. 
KNAPP, Chairman: 

Complainants are millers of rice at Houston, Tex. 
They clean and mill rough rice, manufacture and sell 
rice by-products, and deal in cleaned rice as wholesale 
merchants. The allegations of their complaint are quite 
indefinite and uncertain, but they apparently intended to 
present three distinct grounds for relief, 

First. That rates on rice in carloads from Houston 
to New Orleans, La., were higher than from New Orleans 
to Houston; that rates from Houston to New Orleans 
were relatively higher, mileage considered, than from 
certain Texas points east of Houston to New Orleans; 
and that rates from certain intermediate points to 
Houston were relatively higher, mileage considered, than 
from intermediate points to New Orleans. 

It is sufficient to say of this grievance that it was 
removed by the voluntary action of the .carriers in 
October, 1908 (the complaint having been filed in Sep 
tember of that year), when the higher rates from and to 
Houston were reduced to the same basis as rates from 
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and to New Orleans. Since this change the rates here 
in question have been relatively equal between all points 
and in both directions. It is not contended that the 
present rates are unreasonable, and they appear to be 
satisfactory to complainants. 

Second. That complainants and other millers of rice 
at Houston are subjected to undue prejudice and disad- 
vantage because storage-in-transit and reconsignment 
privileges are provided at Houston on rice destined to 
New Orleans, while similar privileges are not accorded 
at Louisiana points on rice destined to Houston, 

It appears from defendants’ tariffs that rice may be 
shipped into Houston, stored and treated there, and then 
forwarded at the balance of the through rate from point 
of origin to final destination plus a reconsignment charge 

f 2 cents per 100 pounds. No such privilege is provided 
on shipments from Louisiana points to Houston, and this 
difference against Houston constitutes the alleged dis- 
crimination. 

Insuperable objection to any relieving order based 
upon this ground of complaint is found in the fact that 
the initia] carriers from Louisiana points, on whose lines 
reconsigning privileges are asked to be established, were 
not made parties to this proceeding and have had no 
opportunity to be heard. The lines of the two defendants 
named do not extend nearer New Orleans than 144 miles 
and do not reach the points where reconsigning privileges 
are desired by complainants. In addition to the absence 
of necessary parties, and perhaps for that reason, there 
is no showing in this record of the conditions under 
which rough rice is shipped into and out of the Louisiana 
points in question, or of the volume of this traffic. In- 
deed, the evidence fails to indicate that there has ever 
been any considerable movement of rice from Louisiana 
to Texas or that the establishment of reconsigning privi- 
leges at Louisiana points would stimulate increased ship- 
ments. Upon the evidence now submitted it is impossi- 
ble to determine, and we are certainly not warranted 
in finding, that there is any such unjust discrimination 
in this respect as complainants assert, and obviously no 
order could be made because the initial carriers from 
Louisiana are not before us. 

Third. That the maintenance of a rate of 19 cents 
from Houston to New Orleans while according a rate of 
15 cents from Clinton, Tex., a point about eight miles 
south of Houston, the traffic from Clinton passing through 
Houston to reach New Orleans is unlawful and consti- 
tutes unjust discrimination against Houston. 

It appears that defendants provide a rate from 
Clinton of 15 cents on rice coming to that point from 
certain specified plantations, the transportation from 
which to Clinton is wholly by water. The water carriers 
of this traffic are not parties to the tariffs in question, 
do not join. in through routes or rates, nor have they 
any common arrangement with the defendant roads. 
Near Clinton, on the International & Great Northern 
railroad, is Long Reach, Tex., from which that company 
makes a rate of 15 cents to New Orleans, in connection 
with the Texas & Pacific, on rice from the same planta- 
tions which is also brought to Long Reach by inde- 
pendent water carriers. 

It should be noted in this connection that the rates 
established on rice increase with distance from New 
Orleans until a maximum of 19 cents is reached at a 
distance of 350 miles, which is in the vicinity of Hous- 
ton, and that rate then applies as a blanket rate for a 
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distance of about 117 miles west of Houston, covering 
the territory of rice production. 

The rice plantations above referred to are located 
along the shores of Trinity bay, from 40 to 60 miles 
south of Clinton, and are not reached by any railroad, 
Rice could be carried from these plantations to New 
Orleans wholly by water, and the testimony shows that 
at one time, on account of the high rail rates then 
charged, a million and a half pounds of rice and its 
products were transported by barge from Port Arthur to 
that market. The roads subsequently reduced the rate 
from Clinton and the traffic now moves by rail, 

Beyond the foregoing facts there is little in the 
record upon which to base a finding in regard to this 
third ground of complaint. While the petition calls 
attention to the lower rates from Clinton than from 
Houston the attitude of complainants toward this adjust- 
ment is quite uncertain, and the testimony given in their 
behalf fails to indicate the corrective order to which they 
deem themselves entitled. The defendants have appar. 
ently been induced to make the lower rate from Clinton 
in order to secure traffic which otherwise might move 
by water or by another railroad and also by a disposi- 
tion to put the rice growers on the Trinity bay planta. 
tions, which are not reached by any railroad, on a basis 
of relative equality with the rice growers along their 
lines, particularly those west of Houston, as respects 
the cost of moving their product to the New Orleans 
market, 

Upon the present record we are constrained to hold 
that a prima facie case of dissimilarity under the fourth 
section has been made, and that as the facts now appear 
we ought not to make an order which might disturb the 
whole system of rice rates in that section of the coun 
try, particularly in view of the fact that complainants do 
not question the reasonableness per se of the 19-cent 
rate from Houston, and in view of the further fact that 
they are at comparatively slight disadvantage under the 
present adjustment because they enjoy a rate of $5 per 
car from Clinton to Houston on rice coming from the 
plantations in question. 

We are of opinion, however, that the tariff which 
provides the 15-cent rate from Clinton is improper in 
form and substance and should be promptly corrected. 
The Commission has repeatedly held that a carrier may 
not lawfully make rates to a given point on its line, on 
traffic going beyond by wagon or other similar convey: 
ance, which are lower than its established rates to that 
point as a final destination; and the principle involved 
seems clearly applicable to this case. Cary vs. N. P. 
Ry. Co., 7 I. ©. C. Rep., 286. Wylie vs. N. P. Ry. Co. 
11 I. C. C, Rep., 145. If the defendants are justified in 
making lower rates on rice from Clinton than from 
Houston, as now appears to be the case, it is not be 
cause the rice is brought to the former place in barges 
cr other water craft, but because such lower rates are nec 
esary to meet competitive conditions at Clinton which 40 
not exist at Houston. The lowerratesfrom Clinton, there 
fore, should not be restricted to rice coming from par 


ticular plantations or by specified modes of conveyance ™ 


but should be open to all shippers who may desire the 
transportation of rice from that point. The act impose! 
this requirement upon the defendant carriers and 10° 
order is necessary to secure its observance. 

The complaint will be dismissed without prejudice. 
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ORDER, 
At a general session of the Interstate Commerce Com- 
mission, held at its office in Washington, D. C., on the 
9th day of May, A. D. 1910. 
Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E, Clark, James S. Harlan, Commissioners. 


No. 1723. 
BAYOU CITY RICE MILLS ET AL, 
vs. 
TEXAS & NEW ORLEANS RAILROAD COMPANY 
ET AL. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed without prejudice. 


Connecting Lines Also Responsible 


No. 1776. 
(18 I. C. C. Rep., 485.) 
DULUTH & IRON RANGE RAILROAD COMPANY 
vs. 
CHICAGO, ST. PAUL, MINNEAPOLIS & OMAHA RAIL- 
WAY COMPANY ET AL. 


Submitted November 20, 1909. Decided May 10, 1910. 


1. Rule 214 of Conference Rulings, Bulletin No, 4, is of con- 
tinuing application through to destination upon all car- 
riers participating in a movement and does’ not leave 
connecting lines in a state of irresponsibility with respect 
to routing when they accept shipments from an initial 
carrier without instructiqns. 


2. A connecting line receiving a shipment without instructions 
may demand instructions from the initial carrier, but if, 
instead of pursuing that course, it assumes the responsi- 
bility of routing the shipment it must accept the resulting 
liability for any damage in the way of increased charges 
that necessarily and directly flows from its mistake in 
selecting the wrong route. It is not excused by the fact 
that the shipper had given correct routing instructions 
which the initial carrier had neglected to note on the 
transfer billing. 

3. The view expressed that connecting lines from the nature 
of their larger traffic and wider opportunities for knowing 
what are the reasonably direct routes ought in many 
cases to relieve small initial carriers of the responsibility 
for correct routing; and, with respect to shipments to 
distant and unusual points, that the initial carrier, as well 
as its immediate connections, ought not to be held to any 
greater duty than that of indicating the usual or proper 
gateway to destination; in such cases responsibility for 
specific routing would seem more logically to attach to 
the carriers beyond the gateway. 





H. Johnson for complainant, 

H. M. Pearce for Chicago, St. Paul, Minneapolis & 
Omaha Railway company. 

Samuel A. Lynde for Chicago & Northwestern Rail- 
way company. 

Resort of the Commission, 
HARLAN, Commissioner: 

On March 18, 1907, the Duluth & Iron Range Rail- 
road company received at Ely, a station on its line in 
the state of Minnesota, a carload of lumber consigned 
to the American Car & Foundry company at St. Charles, 
in the state of Missouri. It issued to the consignor a 
through bill of lading upon which it had noted, in ac- 
cordance with his instructions, that the shipment was 
to move through Duluth and over the Chicago, St. Paul, 
Minneapolis & Omaha, the Minneapolis & St. Louis, 
By that route the first of the 


and the Iowa Central lines. 








- Duluth to Minnesota Transfer, 
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last-named companies would have carried the car from 
from which point the 
other two lines, in connection with the Wabash as the 
delivering carrier, would have hauled it to destination 
under a combination through rate of 21 cents per 100 
pounds. The initia] carrier, the complainant herein, 
moved the car to Duluth, the only junction it had for 
traffic to the destination in question. It there turned 
the car over to the Chicago, St. Paul, Minneapolis & 
Omaha, but neglected to note the consignor’s routing in- 
structions on the transfer billing. The Omaha line, in- 
stead of delivering the car at Minnesota Transfer to 
the Minneapolis & St. Louis, which formed a part of 
the direct route to destination, hauled it through that 
point to Sioux City, and there delivered it to the Chi- 
eago & Northwestern, by which line it was taken to 
Council Bluffs on the Missouri river and there turned 
over to the Wabash, which hauled it back 387 miles to 
destination on the Mississippi river. At that point 
freight charges were collected on the basis of the sum 
of the local rates applying over the route taken, making 
a combination rate of 34 cents per 100 pounds, 

In due course a claim was presented to the initial 
line for the excess transportation charges, amounting to 
13 cents per 100 pounds, resulting from the failure of 
the carrierg participating in the movement to follow the 
routing instructions given by the consignor. Acting, as 
it states, under the authority of Rule 70 of Tariff Cir- 
cular 15-A, the initial carrier reimbursed the shipper on 
the basis of the 21-cent rate in effect over the proper 
route. . It then filed this complaint against the Chicago, 
St. Paul, Minneapolis & Omaha for the purpose of re- 
quiring that company to assume responsibility for the 
misrouting and to repay to the complainant the amount 
which the latter company, as the initial carrier, had 
paid to the shipper in settlement of his claim for dam- 
ages. The complaint involved an interpretation of Rule 
70 as then published, and the matter was submitted to 
the Commission on that ground. That rule, however, did 
not permit a carrier to reimburse the shipper in a mis- 
routing case and at the same time to reserve for subse- 
quent consideration the question whether it or its con- 
nection was at fault. It expressly provided that if ad- 
ditional transportation charges result from a misrouting 
a refund might be made if the “responsibility for the 
agent’s error is admitted by the carrier;” and the rule 
carefully stated that authority to act under its terms 
“ig limited strictly to the cases specified and to the cir- 
cumstances recited.” But on March 9, 1909, and while 
this complaint was under advisement, Rule 70 was 
amended. It now appears as Rule 214 of Conference 
Rulings, Bulletin No. 4, and will be so referred to herein- 
after. In its present form it provides that if a carrier 
adjusts a claim for misrouting and later learns that the 
responsibility rests with a connection, the latter may 
voluntarily repay the full amount to the former or, in 
case of a dispute between them as to the responsibility 
for the error, the matter may be referred to the Com- 
mission for its determination. The controversy between 
these two carriers is therefore now properly before us, 
and the question for decision is, which was liable and 
which must bear the burden of the additional freight 
charges resulting from the misrouting? 

In response to an inquiry by the Commission, the 
freight traffic manager of the defendant frankly admits 
that the geographical relation of Duluth and St. Charles 
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is such as not to warrant a routing through Council 
Bluffs, and that his agent at Duluth would have dis- 
played only ordinary intelligence if he had forwarded the 
shipment through Minnesota Transfer and thence by the 
Minneapolis & St. Louis to destination. Later he sug- 
gests that, from a practical point of v'ew, the additional 
transportation charges on this shipment were the result— 
not of ene error, but of two; namely, the omission on the part 
of the agent of the Duluth & Iron Range Railroad in no fur- 
nishing the routing prescribed by the shipper, and, second, on 
the part of our agent at Duluth in not exercising good judgment 
in the route selected for the shipment, 

The error of the defendant in billing the shipment 
out of Duluth is therefore admitted. Is it excused from 
bearing the burden of its error because of the failure 
of the initial carrier to note the shipper’s routing in- 
structions on the transfer billing? In this connection 
it is well to remember that the complainant has but one 
junction for traffic to St. Charles, and that is its con- 
nection with the rails of the principal defendant at 
Duluth, at which point it actually delivered the ship- 
ment to the defendant. The essential question before 
us, therefore, is whether the mere failure of the initial 
carrier to pass the shipper’s routing instructions along 
to its connection at Duluth relieves the connecting line, 
as a matter of law, from the duty of forwarding the 
shipment over the reasonable and direct route to des- 
tination, and relieves it of liability when, through the 
oversight of its agent at Duluth, the shipment was car- 
ried to the extreme west boundary of the state of Mis- 
souri only to be brought back again to its destination on 
the extreme eastern boundary of that state—a route 
which, though entirely inadvertent in this case, was by 
no means a direct or reasonable route to destination. 

Rule 214 is not confined in its operation to the initial 
carrier, but relates to all the carriers participating in a 
movement. It is of continuing applicetion from the mo- 
ment a shipment is received by the initial carrier until 
it is turned over to the consignee by the delivering car- 
cier. The initial carrier may hand the shipment to a 
connection at a- wrong junction, and for all excess 
charges directly and necessarily resulting from that 
error it is responsible. But this original error of the 
initial carrier does not relieve the c@nnecting lines from 
the operation of the rule. If it be the law that the 
initial carrier, upon receiving a shipment for transpor- 
tation, impliedly contracts with the shipper to forward 
it over the cheapest reasonably available route, and 
therefore is under the obligation to route the shipment, 
and we incline to this view of its duty, we cannot think 
that the law leaves the connecting lines in a state of 
complete irresponsibility in the event of the failure of 
the initial line to do its duty in that regard. If the 
obligation is on the initial carrier to route a movement 
the connecting line has a right to decline to receive the 
shipment when unaccompanied by routing instructions; 
and if it receives the shipment and finds no routing in- 
structions on the billing the connecting line may hold 
it and demand instructions. But if it neither receives 
nor demands instructions from the intitial carrier, and 
undertakes without instructions to forward the Sship- 
ment to destination, can it be possible that it may do 
so’ absolutely free of responsibility to the shipper for 
the consequences? We think not. It may protect itself 
by demanding instructions; but if instead of pursuing 
that course it assumes the responsibility of routing the 
shipment it must, under Rule 214, accept the liability that 
accompanies that assumption of responsibility, and must 
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and necessarily flows from its mistake in selecting a 
wrong route. And so the rule continues to operate on 
all the participating carriers through to destination. 

Routing instructions are given by shippers for dif- 
ferent reasons. Their experience may lead them to 
think that one route is safer or more expeditious than 
another; they may prefer to deal with one carrier rather 
than another; or they may have the privilege, under 
tariffs applicable to one route, of reconsignment, di- 
version, elevation, inspection, milling in transit, or other 
benefits that are not available under the tariffs ap- 
plicable to another route. This, however, is not such 
a case so far as the record gives us any information. 
The shipper knowing what was the direct route to St. 
Charles, noted it on the bill of lading. The initial car- 
rier delivered the shipment to the defendant at the 
right junction, but neglected to pass the instructions 
along on the transfer billing. But the facts of the case 
show, and the defendant concedes, that it knew that 
the line of the Minneapolis & St. Louis from Minnesota 
Transfer was the direct and customary route to the des- 
tination in question. It was therefore its duty to the 
shipper, as well as to the initial carrier, to deliver the 
shipment at that point to that line. It had accepted the 
trafic at Duluth without instructions and as an un- 
routed shipment. Although it could easily have asked 
the initial carrier for instructions, and had the right to 
do so, it did not pursue that course, but itself undertook 
to route the shipment. How, then, can it avoid the con- 
sequences of its own error either under Rule 214 or from 
any other point of view? Having accepted the shipment 
without routing instructions and having undertaken the 
responsibility of forwarding it to destination by a rea- 
sonably direct route, upon what ground may it cast the 
burden of its error back upon the initial carrier? In 
our judgment, in accepting the shipment without in- 
structions and in undertaking to forward it to destina- 
ttion, the defendant must be held under Rule 214 to 
have accepted the full responsibility to the shipper for 
the results. And it is not excused from the conse- 
quences of its mistake by the fact, subsequently dis- 
covered, that the shipper had given correct routing in- 
structions of which the initial carrier had failed to ad- 
vise the defendant, 

Under the circumstances of the case we are there- 
fore of the opinion that the additional transportation 
charges imposed upon this shipment by the carriage of 
it to Council Bluffs and back to destination is a burden 
to be borne by the defendant without recourse upon 
the complainant or upon any other carrier that par- 
ticipated in the movement. 

In order to avoid a misunderstanding of anything 
here said it may be well to add that the larger lines 
and Systems, when they are intermediate or connecting 
carriers, not infrequently relieve small initial carriers of 
the responsibility for correct routing, and, from the 
nature of their larger traffic and wider opportunities for 
knowing what are the reasonably direct routes, they 
ought in many cases to be willing to do this. More- 
over, with respect to shipments to distant and unusual 
points, it is not reasonable to expect that the initial line, 
and often even its immediate connections, will be able to 
give specific routing through to destination; in such 
cases they ought not to be held to any greater duty 
than that of indicating the proper or usnal gateway to 
destination. In instances of that kind the responsibility 
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for specific routing would seem more logically to attach 
to the carriers beyond the gateway. 


An order will be entered in accordance with these 
views, 





ORDER. 

At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 10th day of May, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

No. 1776. 

THE DULUTH & IRON RANGE RAILROAD COMPANY 

vs, 

CHICAGO, ST. PAUL, MINNEAPOLIS & OMAHA RAIL- 
WAY COMPANY AND CHICAGO & NORTHWEST- 
ERN RAILWAY COMPANY. 

This case being at issue, and having been submitted 
by the parties upon the pleadings, and the Commission, 
having considered the matters: and things appearing of 
record and being now fully advised in the premises, 
finds that the complainant, the Duluth & Iron Range 
Railroad company, has heretofore paid to Lord & Bush- 
nell, as consignees, the sum of $50.44, being the excess 
charges previously paid by the said consignees on a 
shipment of one carload of lumber made on March 18, 
1907, by Swallow & Hopkins, as consignors, from Ely, 
in the state of Minnesota, to St. Charles, in the state of 
Missouri, resulting from the forwarding thereof over a 
route other than that specified by the consignors and by 
which a higher rate of freight was legally applicable, 
which said misrouting the Commission finds resulted 
solely from the fault and error of the defendant, the 
Chicago, St, Paul, Minneapolis & Omaha Railway com- 
pany, in not forwarding said shipment from Minnesota 
Transfer, in the state of Minnesota, to destination over 
the lines of the Minneapolis & St. Louis Railroad com- 
pany and its connections, being a reasonably direct route 
over which a lower rate was applicable, as the said de- 
fendant, the Chicago, St. Paul, Minneapolis & Omaha 
Railway Company, was well advised; all of which mat- 
ters and things more fully and at large appear in and 
by the report of the Commission herein, which is hereby 
referred to and made a part of this order; and there- 
upop— 

It is ordered, That said defendant Chicago, St. Paul, 
Minneapolis & Omaha Railway company be, and it is 
hereby, authorized and directed, on or before the 15th 
day of July, 1910, to pay unto the complainant, the 
Duluth & Iron Range Railroad company, the said sum 
of $50.44, with interest thereon at the rate of 6 per cent 
ber annum from the 6th day of October, 1908; and that 
said defendant shall have no recourse therefor upon its 
codefendant herein, the Chicago & Northwestern Rail- 


Way company, as to which defendant the complaint is 
hereby dismissed. 


WILL NOT SUSPEND INDIANA RATES, 

Indianapolis, Ind., June 3.—It is said that the state 
railroad commission, in investigating the increases in 
coal rates, will not follow the action of the commission 
in Illinois in suspending the new rates pending a de- 
cision, but will base whatever order is issued on the 
evidence to be presented when the case comes up for 
hearing next Friday, June 10. 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 737 


FEDERAL INJUNCTION 


President Taft Through Attorney-General Wickersham 
Issues Temporary Writ 








The most important traffic event of the year, and 
one which doubtless came as a complete surprise to 
many, happened not in New York or Chicago or some of 
the other shipping centers of the country, but in Han- 
nibal, Mo., a city of perhaps fifteen thousand inhabitants, 
on Tuesday of this week. 

In response to a petition filed in the United States 
Circuit court at St. Louis, on that date, and taken from 
there to Hannibal, where Judge David P. Dyer was hold- 
ing a session of the United States Circuit court for the 
eastern district of Missouri, twenty-four of the railroad 
members of the Western Trunk Line committee, and 
that committee itself, were temporarily enjoined from 
putting into effect the new schedule of rates, effective 
June 1. 

The injunction which was issued under the Sherman 
anti-trust law was against the following: 

The Missouri Pacific, 

Chicago & Northwestern. 

Chicago, Burlington & Quincy. 

Chicago, Rock Island & Pacific. 

The Wabash Railroad company. 

Chicago, Milwaukee & St. Paul. 

Illinois Central, 

Chicago & Alton. 

Atchison, Topeka & Santa Fe. 

Chicago Great Western railroad. 

Missouri, Kansas & Texas. 

St. Louis & San Francisco. 

Quincy, Omaha & Kansas City. 

St. Paul & Des Moines. 

Minneapolis & St. Louis. 

Iowa Central. 

Fort Dodge, Des Moines and Southern. 

Chicago, St. Paul, Minneapolis & Omaha. 

Elgin, Joliet & Eastern. 

Chicago, Peoria & St. Louis. 

Chicago, Milwaukee & Gary. 

Minneapolis, St. Paul & Sault Ste. Marie. 

The Kansas Southern, 

Chicago, Indiana & Southern. 

Western Trunk Line committee. 

The title of the petition which was signed by George 
W. Wickersham, attorney-general; William S. Kenyon, 
assistant to the attorney-general, and Charles A. Houts, 
United States district attorney, is the United States of 
America complainant vs, the twenty-five defendants 
above named. 

Eliminating the legal verbiage, the petition is sub- 
stantially as follows: 

1. That the defendants at all times and are now 
common carriers of all classes and kinds of freight and 
commodities, generally carried by a railroad company. 

2. That they are continuously engaged in carrying, 
moving and transporting freight and commodities in the 
commerce, trade and traffic, which is continuously car- 
ried on among and between the several states of the 
United States and the United States and foreign coun- 
tries, also between the people residing in the United 
States. 

3. That the defendants are the owners and in con- 
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trol of the respective lines of railroads equipped for 
carrying on the business of a common carrier. 

4. That they are separate, independent and distinct 
of the lines of railroad operated by the other defendants. 

5. That general speaking the lines are the only ones 
for the transportation of freight and passenger traffic 
for the states of Missouri, Iowa, Minnesota, Kansas, 
Nebraska, South Dakota, North Dakota, Wyoming and 
parts of Montana and Michigan, Wisconsin, Illinois, 
Indiana and Tennessee. 

6. That they furnish the only means of communica- 
tion by railroad between the inhabitants of the states. 

As to the alleged unlawful combinations and con- 
spiracy, the petition says: 

“The area of the United States within which said 
lines of railroads operate and which is affected by the 
unlawful combination and conspiracy hereinafter set 
forth is more particularly described in the articles of 
association of the Western Trunk Line committee, dated 
December 6, 1906, annexed as exhibit H. 

“The construction and maintenance of the lines of 
railroad has been encouraged and assisted by the United 
States of America and by the states and territories, and 
by the people of said several states and territories, by 
franchises and by grants and donations of large amounts 
of land of great value and of money and securities for 
the purpose of securing to the public and to the people 
engaged in trade and commerce throughout the United 
States and the region and country aforesaid competitive 
lines of transportation and communication. 

“But for the unlawful combination, conspiracy, agree- 
ments and understandings between the defendant rail- 
roads, the defendants would have continued in the said 
interstate transportation trade and commerce, in compe- 
tition with each other, as to the rates and charges to be 
collected for the interstate transportation of freight and 
passongers, and as to the facilities and advantages to 
be offered to the traveling public and to shippers of 
commodities in interstate commerce, and would now be 
competing in said interstate transportation, trade and 
commerce.” 

The second part of the petition states that on Decem- 
ber 6, 1906, the defendants, with the exception of five 
roads, also named in above list, not content with the 
usual rates and charges for which they were accustomed 
to carry freight, but, “contriving and contending to sup- 
press all competition between them in respect to such 
rates and charges and unjustly and oppressively to in- 
crease and augment such rates and charges, and to 
establish and maintain unreasonable and arbitrary rates 
which were to be greatly in excess of the rates and 
charges which would have prevailed but for the unlawful 
combination and conspiracy of the defendants, and 
thereby to exact and procure great sums of money from 
the people engaged in interstate traffic, trade and com- 
merce within the region of the country aforesaid, and 
from all persons having goods, wares and merchandise 
to be shipped by said railroads.” 

Continuing, the petition states that the railroads in- 
tending to monopolize the transportation traffic, trade 
and commerce between the different states, “did com- 
bine, conspire, confederate and unlawfully agree to organ- 
ize and become members of the Western Trunk Line 
committee with the purpose and object of using said 
Western Trunk Line committee as a means fox sup- 
pressing all competition between said defendants in the 


THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Vol. V, No. 23 


«oO 





said interstate transportation, trade and commerce, being 
carried on by the defendants as aforesaid.” 

The petition then cites the St. Paul & Des Moines, 
the Fort Dodge, Des Moines & Southern, the Elgin, Joliet 
& Eastern, the Chicago, Milwaukee & Gary and the 
Minneapolis, St. Paul & Sault Ste. Marie railroads as 
later becoming members of the Western Trunk Line 
committee and parties to the unlawful combination and 
conspiracy, 

Continuing, the petition runs that since the date 
mentioned, the Western Trunk Line committee, unincor- 
porated, with headquarters in Chicago, is the instrument 
by means of which freight rates have been fixed appli- 
cable to all freight within the jurisdiction of the West- 
ern Trunk Line committee. 

That the charges now being imposed are the same 
by all the defendants and are so made by agreement. 

The following is the method by which the petition 
alleges rates are fixed by the Western Trunk T.ine com- 
mittee: 

Each of the defendants is a member of the Western 
Trunk Line committee. There is a freight committee, 
composed of the freight traffic manager or genera] 
freight agents of each of the defendants. This commit- 
tee meets once every month. Whenever any defendant 
contemplates a change in any of its rates, rules or 
regulations, the officer or official representing such 
defendant on said committee suggests such change to the 
chairman of the committee, who then dockets the same 
for consideration and discussion at the next meeting of 
the freight committee. At that meeting the matter is 
brought up for consideration. If all agree the proposed 
change is made by all the roads, defendants herein. 
Unless there is unanimous agreement the suggestion is 
rejected and no road adopts the proposed change of rates. 

The petition alleges there is an agreement between 
the defendants to the effect that no rates will be in- 
creased or reduced except with the concurrence of the 
entire body with a simultaneous advance or reduction 
by the freight committee. Further, it is claimed by the 
members all competition between the defendants is 
suppressed. 

The Western Trunk Line committee is said to have 
succeeded another association of a similar character, 
the name of which is unknown, but the complainant 
avers that there are other associations of a similar 
character to this in the United States. 

The complainant charges that the committee was 
organized and is maintained in violation of the provision 
of the act of Congress in 1890, entitled an act to protect 
trade and commerce against unlawful restraint and 
monopolies, and that its existence constitutes an unlawful 
combination and conspiracy in the restraint of the -com- 
merce and trade of the United States. 

“On April 27, 1910, Hosmer, as agent for each of the 
defendants, filed separately on behalf of them with the 
Interstate Commerce Commission the new schedule to 
become effective June 1, 1910, on the lines of all the 
defendants unless the” enforcement therof is restrained 
by this honorable court.” 

Part three of the petition says that in 1909 or early 
in 1910 the defendants conspired together and determined 
to make a general advance in commodity rates to pre- 
vail throughout the Western Trunk Line territory, using 
the same as a means to effectuate the advance. 

“The freight committee had a meeting, the dates of 





June 4, 


which | 
commot 
times ¢ 
and ¢o 
ment oO 
determi 
chairmé 
of Chic 
called | 
“Or 
the def 
the Int 
to beco 
defenda 
by this 
Th 
direct ¢ 
pressio.: 
restrair 
fective 
commit 
vancing 
charges 
rates f 
of com 
the un 
approx! 
and w 
from 1 
Pa 
less th 
the col 
of the 
Wester 
pelled 
rates ; 
be ex] 
the lin 
the de 
Th 
statem 
was ta 
the gc 
prompt 
Tt 
before 
so litt! 
in the 
at sor 
lected. 
Cc 
are th 
their | 
made 


‘disapp 


is onl 
be dis 

T! 
cessity 
tions 
which 
an an 
compi 
withst 
the n 
345 p 





» being 


Moines, 
» Joliet 
nd the 
ads as 
k Line 
on and 


ie date 
anincor- 
frument 
d appli- 
2 West- 


e same 
ment. 

petition 
ne com- 


Western 
nmittee, 
general 
commit- 
fendant 
ules or 
g~ such 
e to the 
he same 
eting of 
iatter is 
proposed 
herein. 
sstion is 
of rates. 
between 
1 be in- 
2 of the 
eduction 
i by the 
lants is 


to have 
haracter, 
iplainant 
similar 


‘tee was 
provision 
0 protect 
uint and 
unlawful 
the -com- 


th of the 
with the 
iedule to 
f all the 
estrained 


or early 
stermined 
s to pre- 
ry, using 


dates of 


June 4, 1910 


which are unknown,” continues the petition, “and the 
commodity rates named in I. C. C. tariff A-15 and some- 
times called Hosmer’s tariff No. 1-D, were gone over 
and considered. The conference resulted in an agree- 
ment of no advance to be made. After they had been 
determined upon, each of the defendants notified the 
chairman of the Western Trunk Line committee, Hosmer 
of Chicago, who had printed a schedule of the advances 
called supplement No, 2 to freight tariff No. 1-D. 


“On April 27, 1910, Hosmer, as agent for each of 
the defendants, filed separately on behalf of them with 
the Interstate Commerce Commission the new schedule 
to become effective June 1, 1910, on the lines of all the 
defendants unless the enforcement thereof is restrained 
by this honorable court.” 

The petition charges that the advanced rates are the 
direct outcome of understandings and agreements in sup- 
pression of competition and of unlawful combination in 
restraint of interstate trade, arrived at and made ef- 
fective through the agency of the Western Trunk Line 
committee and that the acts of the combination in ad- 
vancing rates are the result of conspiracy. Further 
charges are made that the unreasonable and excessive 
rates fixed without competition apply to a vast number 
of commodities of prime utility and daily necessity, and 
the unreasonable advances in freight charges apply to 
approximately 60 per cent of the commodities carried, 
and will increase freight charges in amounts varying 
from 10 to 20 per cent of the rate in effect heretofore. 


Part three of the petition closes by saying that un- 
less the unreasonable schedule of rates is restrained by 
the court it will become effective June 1 and the citizens 
of the United States who ship commodities through the 
Western Trunk Line committee territory will be com- 
pelled to pay arbitrary, unreasonable and excessive 
rates and will be deprived of the benefits that might 
be expected to accrue from free competition between 
the lines of transportation and communication owned by 
the defendants. 


There never has been a case, according to the 
statement of those best informed, when such quick action 
was taken in so important a case, and it is asserted that 
the government will file a certificate providing for the 
prompt determination of the contended issues. 


The various roads prepared to obey the order even 
before they were served with the notice, but there was 
so little time in which the information should have been 
in the hands of all of the agents that it is possible that 
at some points some of the enjoined rates were col- 
lected. 

Comment upon the case is of course as varied as 
are the interests involved; the shippers being elated at 
their temporary victory and predicting that it would be 
made a permanent one; while the railroad officials, while 
disappointed and vexed at the action, maintain that it 
is only a temporary victory and that the injunction will 
be dissolved and the rates again become effective. 

There is a wide diversity of opinion as to the ne 
cessity for the increase; the shippers in their resolu- 
tions adopted at Chicago on May 7—the full text of 
which was published in our issue of May 21—say that 
an analysis of the statistics filed by the railroaas and 
compiled by the Interstate Commerce Commission, not- 
withstanding such increased cost of operation indicates 
the net income per mile of road in 1907 has increased 
345 per cént over 1897, which years were taken by the 
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chairman of the Trunk Line roads in his argument for 
an advance in rates, the statement filed by the carriers 
with the Interstate Commerce Commission for the first 
seven months of the year ending June 30, 1910, in- 
dicate even more favorable net income than for the year 
ending June 30, 1907, the banner year for the carriers. 

One railroad official comments as follows: “The 
above statements are absolutely untrue and the shippers 
have been deceived by those who made the compilations.’’ 
Where the returns for the calendar year 1907 showed 
earnings from operation of $11,548 per mile, those for 
1909 showed only $11,086, or $462 less, per mile.” 

Another says: “It may possibly mean great injury 
to business. Many of the roads had anticipated the in- 
creased revenue by arranging for, needed equipment, 
etc., and those orders will have to be canceled for the 
time being.” 

Commenting on the question as to whether or not 
the action of the railroads was unlawful, one official 
said: “The railroad companies do not wish to do any- 
thing unlawful, and are themselves interested in know- 
ing whether their proceedings have been lawful. The 
Interstate Commerce Act requires them to unite in es- 
tablishing through rates and through routes and joint 
tariffs for interstate business and imposes severe pen- 
alties for violation of this provision. The Sherman law 
prohibits them from uniting in agreements in restraint 
of trade, so the railroads are between two fires.” 

Some of the rates escaped the injunction, which was 
specifically directed against those contained in tariff 
circular number A-115, and they are, of course, effective. 

These rates, while not so important as those making 
general advances in the commodity rates, in the terri- 
tory covered, are stil] of great interest to the interests 
involved, 

The outcome of the suit will be watched with the 
greatest interest, not only because of its financial effect, 
but also to learn as to the legality of the mode of attack. 


Is the Nation Land Hungry? 


Lake Superior is the largest, longest, deepest, coldest 
and most equable in temperature of all the inland wa- 
ters of the world. At one end is the greatest canal on 
earth in point of tonnage transferred and at the other 
end is the greatest, best and most profitable aggregate 
of iron ore known since smelting became a human enter- 
prise. And midway between these points is a copper 
region that has supplied more of that valuable ore than 
any equal area in the world. One of Lake Superior’s 
harbors (at Superior and Duluth) handles more tonnage 
than any other harbor in the world. The Superior rail- 
way yards have more trackage than any other known ter- 
minal. And at this point is being constructed the great- 
est steel plant on earth. Lake Superior borders the en- 
tire north boundary of Wisconsin and Michigan and 
gives a shore line to several hundred miles of Minne- 
sota. It is an immeasurably valuable asset to the three 
states. Its influence climatically is evidenced by the 
fact that the frosts that killed most of the apple crop 
of the middle western states left unhurt the apple trees 
within its influence. So repeatedly has this benign infiu- 
ence of Lake Superior been noted, that scores of apple 
and cherry orchards have been planted upon its shores 
in Wisconsin, on the mainland and the wonderful Apostle 
Islands. 

Stretching southward into Wisconsin and Michigan 
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to a distance of about three hundred miles from the 
entire length of this great lake, and westward into 
Minnesota, is a region of practically unsettled land—a re- 
sion possessing as rich soil as the sun shines upon, land 
that will produce an abundance of all the crops common 
to the north and central western states. While pre- 
eminently a clover-producing region and, with its invig- 
orating climate and pure water, undoubtedly the premier 
butter and cheese section of America, it is also true 
that no section produces better crops of wheat, oats, 
barley, rye or other small grains. Corn has been con- 
tinuously matured within sight of Lake Superior, with 
yields of 45 to 48 bushels per acre, and in other portions 
of this region fields pf 75 to 100 acres have yielded 60 
to 70 bushels per acre. 

Peas, both for feed and canning, are found to be 
one of the most profitable crops, and the slogan, “Peas, 
Pigs and Prosperity,” has become the vogue in many 
sections. 

Sugar beets are grown for several large sugar fac- 
tories. Statistics demonstrate that there is no place in 
America where sugar beets can be produced more profit- 
ably to the farmer than in the region under considera- 
tion. 

Clover seed, in quality and quantity unsurpassed, 
is one of the profitable crops in this area. 

Potato growing has proven so profitable that many 
warehouses already prevail in this sparsely settled re- 
gion. Superior seed potatoes are grown, which escape 
market fluctuations to a great extent, 

Small fruit and garden truck are at home in the 
whole region. The wild strawberries, raspberries, black- 
berries, dewberries, blueberries and cranberries that go 
to waste every year in this region would supply a con- 
tinual feast for millions, 

This region of more than 40,000,000 acres of rich 
lands is not isolated—it is surrounded upon all sides 
by great cities, 10,000,000 of people live within 300 miles 
of its borders. It is not a wilderness, but traversed by 
scores of railways leading direct to magnificent mar- 
kets. It is not totally unsettled, for at short intervals 
on all the railways are towns, surrounded in every case 
by settlements with schools and churches, fraternal or- 
ders, and in many instances rural routes and telephones. 
No people are more jealous than these of their ‘schools, 
churches, libraries and fraternal and social organizations. 
There is no healthier region—in fact, of fifteen states 
recently reported by the census department, this region 
showed the lowest mortality. 

No article descriptive of the undeveloped portion of 
Wisconsin—involving 10,000,000 to 15,000,000 of acres— 
would be replete without reference to its wealth of 
water-powers, which are now rapidly being developed. 
What its 1,000,000 horsepower of water energy, when put 
to industrial use, means in future markets and land 
values, is almost beyond contemplation, but it means a 
dozen Fall Rivers and Merrimacs combined—scores of 
splendid cities and hundreds of flourishing villages. Com- 
bined with these water-powers should be considered the 

thousands of magnificent lakes with which the whole re- 
gion is dotted, to become, as they are now rapidly be- 
coming, the summer resorts of hundreds of thousands. 
Here are markets as great, and prospectively greater, 


than those of most sections, Illinois or Ohio or New 
York. 
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Is the nation land-hungry? 
hunger? 
million 40-acre farms. A million farms that, if planted 
to wheat, would equal the nation’s output; or that would 
produce all the oats, barley and rye now grown in all 
the commonwealths; or that would supply the nation’s 
potatoes and vegetables; or all the hay that is fed in 
the United States; or more thah a hundred times the 
tonnage of sugar beets now grown in America. Here, 
in the midst of a congested population, at the back door 
of an unsurpassed market, is an agricultural and indus- 
trial empire in embryo. 

Is the nation land-hungry? Is the multitude seri- 
ously looking for its best opportunities or is it indulging 
in dreams of an enchanted land where the rainbow 
comes down at an indefinite point “away over there?’ 
It is the appetite of mankind that gives value to land— 
every dollar unnecessarily paid for transportation is a 
loss alike to producer and to the nation. To illustrate: 
On the same day wheat was worth 80 cents in Calgary 
and $1.15 in Minneapolis; barley, 30 cents in Calgary, 
92 cents in Minneapolis; oats, 25 cents in Calgary, 56 
cents in Minneapolis; flax, $1 in Calgary, $1.18 in Min- 
neapolis. A bushel of each was worth $2.35 in Calgary, 
$3.80 in Minneapolis; a bushel of each was worth 60 
per cent more in Minneapolis than in Calgary. The 
difference is lost in transportation. 

I have no quarrel with exploiters of distant and 
isolated sections—what I want to impress upon home- 
seekers is that they have no need to part with kin and 
friends and cross a continent or approach the Arctic 
circle in search of cheap land; no need to leave vast 
and vaster growing markets; no need to go more than 
a few hours’ ride from metropolitan cities—and that in 
doing so they cannot do better than in the fertile region 
that stretches from Lake Superior on the north to a 
congested region on the south. 


Is there need for land- 
Here are 40,000,000 acres of rich land—a 


Shippers Lose Loading Cases 


Albany, N. Y., June 3.—The public service commis- 
sion for the second district has held as not sustained 
the complaints of the Syracuse Traffic Bureau, the Utica 
Traffic Bureau and certain shippers of Troy, as to as- 
sistance given by various railroads in loading and un- 
loading carload package freight. 

In the Syracuse case the commission finds that in 
some instances the assistance asked for in the complaint 
was given prior to January 1, 1909; in other instances 
this was not done and undue preference resulted from 
the rule then in effect. In Utica the commission finds 
that the practice had not been general of carriers en- 
tering that city affording such service, and that because 
of the manner in which team track freight is handled 
at Utica the relief asked for would not prove of direct 
benefit to the shipper. In the Troy case the shippers 
asked that the rule of the companies be extended so 
as to include all carload freight. The commission here 
holds that a determination granting the petition must 
rest upon a showing that the furnishing of such assist- 
ance is in all respects just and reasonable; and it at 
this time sees no reason for extending the application 
of its previous order concerning assistance by tallymen 
at Troy. ‘ 
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June 4, 1910 


CO-OPERATION THE KEYNOTE 
Railway Chiefs and Bureau Chairmen Duly Appointed 
to Treat with Each Other—Interests Com- 
mon Ones and Interwoven 





Less than four months ago the co-operative feeling 
among shippers toward railways was of a genuine char- 
acter, and there was a general sentiment in opposition 
to local agitation so strong that the question of state 
regulation was, in fact, quiescent. This condition was 
the result of a conviction that the railways because of 
increased expenses for materials and higher wages for 
employes were, or soon would be, in actual need of large 
sums of money, and the mental state was of a nature to 
concede the allowance in a substantial way. There has 
been no time for some years before this when the ship- 
ping element was more willing to accept what was 
stated to be an imperative necessity, 

The railways’ claims concerning the real effective- 
ness of the law being enhanced by concentrating more 
power in the Interstate Commerce Commission, and les- 
sening state regulation, have been getting more approval 
all the time, and many of the recommendations to the 
committees on interstate and foreign commerce had this 
idea in mind. It must be recognized, too, that the ship- 
pers could take no effective steps in an individual way, 
but must, by the selection of commissioners of bureaus 
or chairmen of business men’s leagues, have their re- 
spective interests express themselves. The men selected 
for these positions have been in nearly all instances, 
in fact, in all, in the more important centers, former 
railway officers, with records for clean, capable and con- 
servative work. They are like railway officials occupy- 
ing prominent places in the business world, receiving 
liberal salaries for valuable service, and yet not owning 
the lines of business that they serve. They are, how- 
ever, in constant touch with their executive boards and 
the members of these boards are representative of the 
lines of business of the associations. There is, conse- 
quently, an analogy in the two mediums for interchange 
of opinion, and there is no more reason to refuse recog- 
nition of the bureau chairman by the railways than for 
the association he represents to repudiate railway au- 
thority. 

It is, of course, undeniable that some railway offi- 
cers go beyond the scope of their proper authority for 
personal ends at times, and so undoubtedly do some of 
the chairmen of commercial orders. This in no way 
affects the fact, however, that the railway. officers and 
the chairmen and commissioners of commercial organiza- 
tions are the properly constituted authorities to treat 
with each other in relation to their respective interests. 
There is nothing to be gained, therefore, by attacking 
the system that evolution has been for some time de- 
veloping. 

It is, of course, to be most sincerely regretted, when 
generally admitted that the railways will require almost 
at once a great deal of money for improvements, that 
some satisfactory plan was not evolved and understood 
between them and the commercial interests. The prop- 
osition to submit any questions likely to provoke conten- 
tion to the Interstate Commerce Commission for arbitra- 
tion, simply follows the method in wage controversies, 
and that adopted in the export rate war, and has in it 
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the making use of our national tribunal in its most 
practical application to our essential welfare. There 
was an opportunity for free and friendly presentation 
of both sides of the case that now has been lost, and 
the blame must rest upon the shoulders of those unwill- 
ing to use the proper and most authoritative medium. 
We believe shippers have been resentful of the rumor 
that has been more or less current, to the effect that 
shippers’ representatives in Washington at hearings 
were not in all essential ways their authorized -agents 
and delegated to present their cases. We are somewhat 
pessimistic that steps toward harmony have led into 
most serious Obstacles, and must be retraced to some 
common starting point for beginning a renewed effort. 
We are never without optimistie feelings, however, 
even though much disarranged, and in some way co- 
operative efforts will win. W. B. B. 


Commission Sustained 





If the United States Circuit court approves the 
recommendation made by Special Master James A. Sed- 
don, the Interstate Commerce Commission will win in 
the suit brought by fifty railroads to enjoin the enforce- 
ment of their cattle rate decision. 

This decision, which was printed in full in our issue 
of September 5, 1908, was very extensive in its scope, 
ordered reduction in many live stock rates besides or- 
dering a reduction in the Chicago terminal switching 
charge of from two to one dollar per car. 

The effective date of the order was October 15, 1908, 
and it was to be effective for not less than two years. 

The origina] hearing was before Judges Hook, Van- 
deventer and Adams. The court refused the injunc- 
tion and appointed Mr, Seddon as special master to 
take depositions in the case. 

He found that while the value of cattle had greatly 
advanced, the cost of raising and transporting them to 
market had advanced to such an extent that the pro- 
ducer was getting little. if any more, than when values 
were less. 

There were hearings in St, Louts and Austin, San 
Antonio and Fort Worth, Texas, and although excep- 
tions were filed by the railroads to the preliminary re- 
port, they were overruled. 

The final report recommends that the case be dis- 
missed and that the costs be divided between the plain- 
tiffs and the defendants. ; 

As a rule the report and recommendations of the 
special master are approved by the court but the case 
may be appealed by the railroads. 


FALSE BILLING. 

Because of repeated complaints the New York state 
railroad commission proposes severe means to stop false 
billing of commodities, by which railroads are constantly 
defrauded of legitimate revenue. 

There have already been several convictions in the 
state for violation of the interstate law in this way, and 
it is planned that improper billing of intrastate ship- 
ments may be made as severely punishable. 

Some of the methods employed in false billing are 
such that, although an expensive inspection force is em- 
ployed, detection is almost impossible. 


J 























SUPREME COURT DECISON 


Missouri River Rate Case 





By a decision of four to three the Supreme court 
of the United States on May 31 upheld the Interstate 
Commerce Commission in the so-called Missouri river 
rate case. In the Burnham-Hanna-Munger Dry Goods 
company et al. vs. C., R. L & P. et al. case, which was 
decided in July, 1908, it was held that through rates on 
classes from the Atlantic seaboard to Missouri river 
cities were unreasonably high and were ordered re- 
duced, as were proportional rates from Mississippi to 
Missouri river crossings. 

In the George J. Kindel vs. the New York, New 
Haven & Hartford et al. case, which was decided in 
March of last year, it was found that rates to Denver, 
Colo., from eastern points are constructed on the Mis- 
souri river as a basing point. Under this arrangement, 
Kansas City might buy in Chicago and ship to Utah 
common points at combination rate that on articles rated 
as first class was 84 cents under rate Colorado, buying 
in Chicago, would have to pay to reach same territory— 
the factors in each case being as follows: Chicago to 
Kansas City 80 cents, Kansas City to Utah common 
points $2.05, making through rate of $2.85; Chicago to 
Denver $2.05, Denver to Utah points $1.64, making total 
through rate of $3.69. Complainant attacked rates from 
Missouri river and east thereof to Denver and from 
Denver to Utah common points as discriminatory, un- 
reasonable and excessive. Held, That present adjust- 
ment of rates discriminates against Denver in favor of 
Missouri river cities and that class rates from Chicago 
and St. Louis to Denver are unreasonable; that class 
rates from Missouri river to Denver and from Denver 
to Utah common points are unreasonable and excessive, 
but that no order will be entered with respect to these 
rates, as. they must be adjusted in conformity to the 
principles announced in the Spokane case. 

In both cases certain railroads and shippers con- 
cerned claimed that the Commission was endeavoring to 
divide the country into rate zones. The Circuit court 
for the northern district of Illinois decided this conten- 
tion was correct. The Supreme court of the United 
States to-day, in a decision announced by Justice Mc- 
Kenna, announced that it believed the Commission was 
not attempting to exercise such a power, and that the 
record showed no evidence that such was being done. 
Hence it reversed the decision of the district court in 
both cases, 

The cases have received the greatest attention dur- 
‘ing the two years they have been the subject of litiga- 
tion. The government contends that the very existence 
of through rates was at stake. 

Counsel asked the court to give them thirty days to 
file a petition for rehearing. Solicitor General Bowers 
objected on the ground that such would prevent the 
rates from going into effect before the court met, next 
October. 

Chief Justice Fuller directed that the mandate of 
the court issue in thirty days unless a petition for re- 
hearing was filed. This decision is looked upon by 
shippers with great favor, especially as they maintain 
that it greatly strengthens the powers of the Interstate 

Commerce Commission. 
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Railroad men do not look upon the decision with 
very much complacency, as it will reduce their revenues 
by the application of the through rate principle to their 
other rate schedules, and they claim it will throw all of 
their other rate schedules out of line. 

This decision of the Supreme court reverses the Cir- 
cuit court, which found that the putting into effect of 
the rates ordered by the Commission would create gross 
discriminations and inequalities against other localities. 

As the matter now stands it would seem as though 
the carriers must comply with the order of the Com- 
mission, reducing if necessary such other rates as will 
give the full measure of justice to their other patrons. 

One railroad traffic official in speaking of the Com- 
mission decision said: “The Commission was either 
trying to favor the Missouri river cities or was attempt- 
ing to definitely formulate the principle of through 
rates.” If that principle is established it must be ap- 
plied in every direction, which means that the further 
away a man is from the point of origin, the cheaper, 
proportionately, will his rate be. 

The opinion is not available for this issue of our paper 
cn acount of the proof not having been released, but will 
appear in full at the earliest possible date after we receive 
it. 


Substitution Decision Analyzed 





An analysis of the decision of the Interstate Com- 
merce Commission in the matter of the substitution of 
tonnage at transit points, which is as follows, is made 
by the transportation department of the Chicago Board 
of Trade, in a bulletin issued by that body on June 1. 

1. The Commission does. not condemn the applica- 
tion of a through rate to a through shipment that is held 
in transit for a certain period of time. 

2. The identity of such commodity is not required 
to be preserved during the time it is held in transit, 

3. The Commission does not condemn the practice 
of mixing, blending or substitution (I use these three 
terms as being synonymous in effect) of grain as com- 
mercial transactions when the integrity of the through 
rate is not impaired thereby. 

The ruling of the Commission requires that: 

1. When a commodity that has been held in transit, 
the identity of which has been preserved, is forwarded 
from the transit point, the rate applied shall be such as 
will maintain the through rate from the original point of 
shipment to final destination, as would have been 
applied had the shipment moved through without 
stopping. 

2. When grain or any commodity that has been held 
in transit, the identity of which. has not been preserved, 
its exact equivalent may be forwarded from the transit 
point on such rate as will maintain the integrity of the 
through rate from point of origin to final destination. 

3. The product of grain milled in transit may be 
forwarded from. the transit point upon the application 
of such rate as. will maintain. the integrity of the through 
rate from the point of origin of the grain to the final 
destination of the product. 

4. It is not permissible to use transit by mixing, 
blending, substituting, or in any manner whatever so as 
to defeat the legal through rate, 
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WOULD BENEFIT BY ADVANCE 


Proposed Increase in Eastern Class Rates Would 
Redound to Ultimate Advantage of Middle West 





By J. A. LITTLE, 
Traffic Manager, Superior (Wis.) Commercial Club. 


The writer attended the meeting of the [IIlinois 
Manufacturers’ association at Chicago held May 17, and 
at that time held, with the majority who put forth 
the resolutions unanimously adopted, that the rate in- 
creases from eastern territory were unwarranted and 
unjustifiable. 

Since then I have become convinced that the raise 
in rates would ultimately redound to the advantage of 
the middle west. 

Logan G. McPherson says in his recent book on 
“Railroad Freight Rates in Relation to the Industry and 
Commerce of the United States,” “The exchange of food 
products for manufactured products is the primary force 
that has eroded the traffic channels of to-day.” He 
points out the history of our commercial development, 
noting that the colonies brought their produce to the 
Atlantic seaboard in wagons, there to be transhipped 
to European markets in exchange for manufactured 
articies of all kinds, even including brick; that the 
revolutionary war stimulated home manufacture; that 
as the interior developed, food products continued to 
stream eastbound in exchange for manufactures. It is 
unnecessary to point out that these conditions main- 
tain to-day; that the Missouri river, Intermountain, 
Mississippi, southwestern and contiguous territories are 
struggling before the Interstate Commerce Commission 
and among themselves for better rates on live stock, 
grain, flour and other food products, eastbound to, and 
lower class and commodity rates westbound from, Trunk 
Line territory. It is evident that for all time the west 
must supply the east with food products; but does it fol- 
low that we must depend on the east for manufactured 
articles? This is the phase of the,situation that appeals 
to me. The west has coal, unlimited, undeveloped or 
partially developed water-power, iron, copper, zinc, lead 
and other mineral deposits, forests of hard and soft 
lumber, wool, hides, through the Mississippi, the right 
to cotton at better rates than those secured by eastern 
mills. Why would not the raising of ratés from east- 
ern points on manufactured articles stimulate the man- 
ufacture of the same class of goods at home? The 
principles of a protective tariff are analogous to the 
principles of a railway tariff carrying high rates on 
manufactured articles, charging more than the traffic 
will bear. While we cannot claim the right to build 
a tariff wall on a line north and south through Chi- 
cago and say that eastern goods shall be excluded, it 
is plain that when copper from Montana territory goes 
to Rome, N. Y., and being there manufactured is sent 
back to western points, even including Montana com- 
mon points, there is an economic waste and a needless 
cluttering and congestion of transportation facilities 
resultant. At the Chicago convention it was pointed out 
that in some cases an advance of from 8 to 20 per cent 
in Trunk Line rates would absorb a heavy proportion 
of the profits of the eastern manufacturer, the high 
cost of living having forced the consumer to a point 
where freight increases could not be passed on to him. 
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Mr. Wilder quoted some figures relative to profits in 
the manufacture of boots and shoes which bear out 
this statement. Mr. Wilder’s figures being true would 
indicate that if rates were advanced, the western boot 
and shoe manufacturer would not have to meet the 
present keen competition of the eastern man who re- 
ceives the benefit of low rates on hides made to take 
care of western surpluses and low rates ‘westbound 
originally made when the development of the frontier 
demanded them because of the absolute dependence of 
the west on the east. Have we not now reached the 
point where the middle western instead of the eastern 
manufacturer should intervene between western and 
southern raw materials and western consumers? Should 
the eastern manufacturer relinquish an _ increasing 
amount of western patronage, he could find markets for 
his products in South American countries which would 
be to him a virgin field waiting for the open sesame of 
Yankee sales methods and goods second to none, 


Philadelphia Discriminated Against 





Philadelphia, Pa., June 3-—In a unanimous report 
adopted by the transportation committee of the Commer- 
cial Exchange, it is stated that in the face of the fact 
that the Pennsylvania railroad discriminates against that 
port in favor of New York in the handling of export 
grain, the actual cost through Philadelphia is slightly 
less than through the metropolis. 

The committee made a unanimous report, as follows: 

“Pursuant to resolution of the board of directors, 
dated April 1, 1910, the transportation committee met 
on April 7 to investigate the charges of discrimination 
against Philadelphia by the Pennsylvania railroad, as set 
forth in paragraphs Nos, 108 and 109 of the pamphlet 
of Frank L. Neall, submitted to your board under date 
of March 19, 1910, as follows: 

“No, 108—That the Pennsylvania Railroad com- 
pany can exact a grain elevator charge of % cent per 
bushel, say $1,500, on a single tramp steamer cargo of 
wheat at Philadelphia, when, had the identical wheat 
been carried on through Philadelphia to New York, for 
export per tramp steamer, the Pennsylvania Railroad 
company would not only have made no elevator charge 
on the New York wheat, but would herself have handled 
the grain through her elevator at New York and ex- 
pended 1 cent per bushel, say $2,000, in elevating and 
lightering same, and herself absorbed this cost. 

“‘No, 109.—That the Pennsylvania Railroad com- 
pany will haul 200,000 bushels ex-lake wheat from Erie 
to Philadelphia (441 miles) for 52-10 cents per bushel 
freight, and then haul] it through Philadelphia and on 
to New York (ninety miles) at an additional charge of 
3-10 cent per bushel, say 12 cents per ton, or $600 for 
the lot. When this parcel of grain reaches New York 
harbor the Pennsylvania Railroad company will spend 
1 cent per bushel, 37 cents per ton, or $2,000 on the lot, 
in putting the grain through her New York elevator and 
delivering it alongside tramp steamer, and herself ab- 
sorb the cost.’ 


Finds Statements True. 


“Your committee, after being affirmed, held numer- 
ous public hearings. All testimony was taken under af- 
firmation. All parties who could furnish any information 
in reference to this matter were requested to appear 
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before us, and the subject in all its phases, was inquired 
into thoroughly. The widest latitude was given the wit- 
nesses in order to open up everything that might have 
a bearing on this question, and we hand you with this 
report stenographic record of the proceedings in full, 
from which we offer the following as our findings and 
conclusions, based on the evidence submitted. 

“The statements made in paragraphs Nos. 108 and 
109 are correct so far as they refer to the services per- 
formed by the railroad company at New York at the 
New York rate of freight, and to the elevator charge of 
% cent made in Philadelphia in addition to the Phila- 
delphia rate of freight; but we find that the statement 
made in these paragraphs is not complete and is mis- 
leading, for the reason that the services performed in 
New York place the grain in the barge alongside of 
the ship, in a position in which it cannot be exported 
without an additional expense to the shipper of 9-10 
cent per bushel; while the service performed in Phila- 
delphia, for which the railroad company charges % 
cent per bushel in addition to the freight rate, delivers 
the grain into the steamship’s hold, in position for ex- 
port, without any additional expense to the shipper. 

“Careful inquiry as to whether any portion of this 
9-10 cent charge in New York is absorbed or refunded 
in any manner by the railroad company or steamship 
lines proves conclusively that this is not done; and the 
game inquiry in reference to the elevator charge in 
Philadelphia proved the same fact; so that the charges 
at each port for putting the grain into the ship are uni- 
form to all shippers. 

“At New York grain is delivered by the railroad 
alongside steamer, and the International Grain Elevating 
company transfers it from barge into steamer’s hold; 
the exporter pays New York rate of freight, plus 9-10 
cent elevation. 


Declare Philadelphia Favored. 


“At Philadelphia grain is delivered by the railroad 
to the export elevator, and by the elevator loaded into 
the tramp steamer’s hold. The exporter pays Philadel- 
phia rate of freight, plus % cent elevation. 


Per bus. 
The difference in favor of Philadelphia........ -15¢ 
On ex-lake wheat freight— 
From Buffalo or Erie to New York........ 5.5¢ 
From Buffalo or Erie to Philadelphia..... 5.2¢ 
Difference in favor of Philadelphia............ .30¢ 


—— 


Total advantage Philadelphia over New York... .45c 


“(From this must be deducted cost of insurance at 
Philadelphia, which is about % cent per bushel.) 

“All grain at New York must necessarily be light- 
ered alongside of steamer, whether it be tramp or line 
steamship. At Philadelphia the tramp boats come along- 
side the stationary elevator, and the grain is transferred 
directly from the elevator into the ships. The line boats 
remain at their docks, and grain is lightered to these 
ships and transferred to the hold of the ship by the 
railroad company, without extra expense to the shipper. 

“In reference to differentials, the investigation shows 
that this subject, as well as the elevator charges at 
Philadelphia and the service performed by the railroad 
company in New York, was considered by the Interstate 
Commerce Commission in 1905, at which time the Com- 
mission fixed the difference in freight that should be 
applied to New York, Philadelphia and Baltimore, on 
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grain shipped from the West, destined for foreign ports. 
Considerable evidence was submitted to the committee 
in an attempt to prove that the differential in favor of 
Philadelphia, as a matter of fact, does not exist, but is 
nullified by these extra services performed at New York, 
and by other means not clearly defined. 


Doesn’t Apply to This Port. 


“The railroad company freely admits that at New 
York they perform all the services necessary to put the 
the grain alongside the ship without extra charge over 
the New York rate of freight; but so long as this serv- 
ice is performed at the expense of the railroad, its ap- 
plication here is not pertinent, and so far as it applies 
to the cost of the grain, to put it into the steamship, 
it is clearly demonstrated that Philadelphia derives the 
full benefit provided for it by railroad tariffs, both on 
ex-lake and all-rail grain. 

“As a practical illustration of this we cite the case 
of the steamer Osterland, which was loaded with 222,600 
bushels of wheat at Philadelphia for $701.70 less than it 
would have cost the shipper through the port of New 
York. 

“It may be stated in this connection that the evi- 
dence shows that the Pennsylvania railroad in 1909 car- 
ried only 1.7 per cent of the total receipts of grain in 
New York City, as against 32.9 per cent of the total 
receipts in Philadelphia. 

“It is in evidence, also, that when conditions as to 
ocean freights are at all equal, the exporter to-day must 
select Philadelphia as a cheaper port than New York 
through which to operate. 

“From all the testimony taken, your committee 
unanimously concludes that, in view of the circum- 
stances and conditions under which the grain moves in 
the two ports, the charge of discrimination by the Penn- 
sylvania Railroad company against the port of Philadel- 
phia, on export grain, by tramp steamers, has not been 
proven. Respectfully submitted, , 

“JAMES L. KING, Chairman, 

“GEORGE M. WARNER, 

“WINFIELD S. WOODWARD, 

“HUBERT J. HORAN, 

“BE. E. PENNOCK, 

“FRANK K. MILLER, 

“M. F. BARINGER, 
“Committee.” 

When this report was read to the directors of the 
Commercial Exchange an effort was made to postpone 
action on it, which, however, failed, and the report was 
adopted. 


ONLY ONE FATALITY IN TWO YEARS. 

New York, N. Y., June 3.—Figures for the passenger 
traffic on the Pennsylvania system the last two years 
show that 299,762,658 passengers were carried during 
1908 and 1909 and only one killed. During the same 
period 370 were injured in wrecks. 


BACKS STEVENS BILL. 

St. Louis, Mo., June 3.—Notice has been sent out 
from the office of the president of the National Indus- 
trial Traffic League urging all members of that organiza- 
tion to use their influence in securing the passage of the 
bill introduced in Congress by Representative Stevens 
of Minnesota, defining straight and order bills of lading. 
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ANOTHER RATE ADVANCE 





Coming swiftly upon the heels of the injunction 
against the increase in rates by the Western Trunk Line 
is the word that the eastern roads have filed new tariffs 
with the Interstate Commerce Commission -advancing 
commodity rates throughout the territory north of the 
Ohio river and east of the Mississippi. 

In the new tariffs as filed, we are advised that there 
will be no advance in class rates from Chicago to the 
seaboard, but an average advance on commodities of 
about 2 cents. 

It is said that steps will be immediately taken by 
the various shippers’ associations to oppose these ad- 
vances in the same way the western rates were opposed. 

The eastern roads filed their tariffs individually, but 
it is said that shippers will urge through their senators 
and representatives that the government seek to enjoin 
their becoming effective, alleging a combination in re- 
straint of trade, just the same. 

A meeting of the attorneys of the principal western 
roads is said to have been arranged for in Chicago on 
next Monday, but it is not supposed that the eastern 
rate question will be discussed except in so far as it 
is related to the other. 

In case, however, it was learned that the shippers 
had decided upon some definite plan to combat the 
eastern rate increase, the entire rate question would un- 
doubtedly be thoroughly discussed. 

Most of the commodities upon which the increase 
has been made are the heavier low grade articles which 
move mostly in carloads, and it is felt by the eastern 
carriers that the rates now in effect are too low to be 
remunerative. It is also felt that inasmuch as the rates 
on these commodities are lower in the eastern than in 
the western territory, it is no more than fair that they 
should at least be on an equality with them. 

Grain, brick and iron and steel produets, which form 
the larger bulk of the entire traffic movement, were 
left at the same old rates. 

A comparison of the eastern rate advance, from Chi- 
cago to New York via all-rail, as representative, show ad- 
vances as follows: 


FROM CHICAGO TO NEW YORK, ALL RAIL. 





Old New 

Commodity. Rate. Rate. Adv. 
PEMUNy CUNEO WE ooo cc cccceeccacasecctese 22 24 2 
AEUMGDIOGOR TIBUORG 66 i ese 's CRRA BERG es cothdice Said 22 24 2 
ASGROEL OSG BEDNBICUI, . «40. 0,04 Kreocebcevcnca 22 24 2 
I. FRE Deis RSC NEO CR Eis CEN eke be ee ae 17 18% 1% 
ORIN a's entha's ban uid iin demaninediuily + ates ethih bie’ 22 24 2 
DE SE . acn:4:0s4.0-« «6.6 -0dib a os naceen as 20 22 2 
Cable (underground, covered)................... 27% 30 2% 
SI, hdc hl oo bit ian 22 24 2 
Chloride of calcium liquor............ rp er pneg cheat 22 24 2 
Chigpidts 06 irre, Grane saci fb ste dbs s wi vidied weraldk oes 22 24 2 
Concentrates, beauxite Ore.........csceeccsccecs 22 24 2 
Crown filler ......... CRI BU SE e ees eet 22 24 2 
IE Dinars) a sfits » pemnewebiacel ly « capeiesionn+ unleb «tent 22 24 2 
PSE En 5 baat i G ain ated A tx Os del nde, eaten aaa aie 22 24 2 
Fluoride aluminium o. 22 24 2 
se a Ni es atlas i aah a 24 2 
Ti TUE. Sco es ka ce cs codecs tdemeede wen 22 24 2 
EE NORE cia i 0 sini’ © ot E Roe bidpe dintins cv ekE VOLS 20 22 2 
ST oo a alec eiellt ah tee on ek ee Ak ck 2Q 22 2 
SAT epeys MO a. Ee eee Eee h ecb dectbeok hte 25 27 2 
DER SEED, AGGIES... cringe cneded ¢ dibkd ves ctw dh iWeenn whee 22% 25 2% 
EE 27. obo do nathan 6:6 PS alee « oni nt-s ad ooul 22% 25 2% 
Petroleum and its products................00005 27% 30 2% 
Ol, IRE. Dik e's.a'0, 4:2 n 08 ern aggre sinh nen abee pep ce r-astqine 27% 30 2% 
PEs or ac er id KOaeme et Goat ins.os oa 48 bet bao oe 22 24 2 
Potash, muriate and sulphate of..............5. 22 24 2 
RIEU Eien knits Hee hain whiniile nil eiibidh oie o £4 tA man oth 23 wy 
DUES MENU Ses ccs haces deSeue etee 24 2 
Salts, Epsom or Glauber 24 2 
Sand, building or molding 22 2 
SG MOM 6 TO. ORAS STS. HOI 0 22 2 
RIE Ce alle bares bows obelenbwee dae Oe 25 2% 
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OM iS Fi llt. Het HO. HA BA 22 24 2 
Sodium fluo, silicate 22 24 2 
Sodium, sulphate of — 24 2 
Stone, crushed, in bulk............ccesececcecses 20 22 2 
Stone, crushed, in barrels or sackS.............. 22% 25 2% 
TOR. cara acadatne > Clas ctaedias cheuie ct oceess ioe 22 24 2 
Tar, petroleum, and pitch, petroleum........... 22 24 2 
RHUEED (> As onls clas bccks 0a ob 6 alee Oa ese Cee 66 cn ee 20 22 2 
Volommnie’ ake SEES 1. Se ot Sate Jeb EPL cid 20 22 2 


The rates from Chicago to points in Central Freight 
association territory will also be advanced on approxi- 
mately the same commodities, effective July 1. 

As representative of the new adjustment, the rates 
from Chicago to Indianapolis have been advanced as 
follows: 





Old New 

Commodity, Rate. Rate. Adv. 
Ai; EE | eo kk + ¥0.40.0 0 inet capense 8 9 1 
Asphalt and asphaltum, solid................... 8 9 1 
Maar tea! t . bial . ccadissicicd oe Fdiad. ewgseassad es 8 9 1 
EE ee nn nly c eee seo bc as aOR ORS « 6% 7 ly 
Binder, Driquette coal”... oo oek ie Siete Th 8% 1 
Comment; tar, PAVE 5. 0.c5o.0 basen din deine Haptmens 8 9 1 
CARY, BTOUNG OF PLODETOG, . 2 oa50-ccccescestevass 7 8 1 
int: Pate. wi. SOT. Sh S20. HWE AS othe 7 8 1 
STING 0.0.0 dip ne bn Valenalns a0) namie dcie tie 8 9 1 
SOUMNNE  G.ie.n Gile F016 4Nig hale CHEE M WE ed dele 4S > EERE T DOT Oe 8 9 1 
SOO in. os bw Kak Hatt Ss a CoRR ack bea da oe Caves 7% 8% 1 
Liles, GO OL CORD COR sso wen cey hos coe na48 cases tees 10% 11% #1 
TAYE, MOUND, OF iia a 5b ORS Choice o (aon edebeewes T% 8% 1 
Ch PS ass 3 kaise Ue tse Chand utes wqaeaaee 11% 1 
Oil, rosin 11% 1 
Oil, ol. tar 11% 1 
Ch FO a ent ds tans «Pima dada en ahha 8 10% 2% 
Oil, viz., petroleum and its products........... 10% 11% 1 
CIETRE. GRE. ccdijiwids  Mdebticsv dines oebbPicnedaeks 7 8 1 
Fitch, coal or BAS, SONG.......ccecccsccsecccecs 8 9 1 
POCO, WEED. . Se nesas cbt py Ck oie 04 chns Fant eke 10% 11% #1 
eth GAN in ok 0 kk iis Kae Re oes vdlowe daiwa 7 8 1 
TES, BOG) OF GBB. cb ier cd esceet i ésweevegvervias 8 9 1 
TN Ts o's caccs > oc ed.cicetasesngesstcctahetoses 10% 11% #1 
SP OMEUG «oobi esesc en sbodédeedh pudstneneney se 10% 11% #1 
MIE Lech odin +a cceen pb dber manana 1% Oct 


As is stated in that article, there is no change in the 
class rates. 


Omaha Grain Rates Reduced 


The Nebraska railway commission has reduced the 
rates on grain to Omaha, South Omaha and Nebraska 
City, on complaint of the Omaha grain exchange. 

The complaints was that grain rates from certain 
stations on the Burlington and the Union Pacific rail- 
roads were lower to Kansas City than to Omaha and 
that Omaha grain dealers would have to go out of busi- 
ness if changes were not made in rates. The commis- 
sion finds that it has no authority to raise rates to 
Kansas City, that being the province of the Interstate 
Commerce Commission, so it considered the question of 
the reasonableness of rates to Omaha. 

The’ commission has given the three eastern ter- 
minals in Nebraska a little lower rate in some instances 
than Kansas City enjoys, though the commission says 
distance is not the only factor in rate making. The 
new rate reduces the charges of the Burlington from 
Liberty to the Nebraskan terminals three-tenths of a 
cent below the rates to Kansas City; Kinney gets two- 
tenths of 1 per cent the best of it shipping to eastern 
Nebraska instead of to Kansas City, and Wymore is 
given one-tenth of a cent better rate to Omaha than to 
Kansas City. On the Union Pacific Blue Springs and 
its three nearby stations get one-tenth of one cent bet- 
ter rate to eastern Nebraska than to Kansas City. Some 
grain men allege that a fraction of a cent in rates in 
favor of Omaha will not induce grain dealers in south- 
ern Nebraska to ship to Omaha. 

The rates complained of by the Omaha grain ex- 
change were made August 9, 1909, by the Burlington and 
the Union Pacific for the benefit of Kansas City. The 
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testimony shows that rates were reduced in Kansas by 
act of the legislature and that the Missouri Pacific rail- 
road has a short line to the Atchison crossing over the 
Missouri river. The Burlington in Nebraska reduced its 
rates to protect shippers on its lines at Washington, 
Kan., and other points to meet the reduced rates of the 
Missouri Pacific to the Missouri river crossing at Atchi- 
son, and the Union Pacific road reduced its rates in Ne 
braska at competing points to meet the reduced rate of 
the Burlington to Kansas City. The Omaha grain ex- 
change alleged that these changes discriminated against 
Omaha grain dealers and that nearly all of the grain in 
southern Nebraska was being sent to Kansas City, 
though Omaha was from thirty-five to ninety miles 
nearer than Kansas City, and that formerly the Omaha 
gateway to the Mississippi river crossings had the same 
rate and in some instances a less rate than Kansas City. 

The commission ordered the Burlington and the 
Union Pacific to reduce their rates on corn, grain and 
grain products as follows: 


Burlington. 

NE eg a 6 sie bE CW s 6 Oe ¥ ON Sele) onwe eRe UE 05% 7.2 
DR. SEG en's oko dve sn cee te Reve be ewegecbéneewe senere 7.2 
SN OR ee SS Nise Sree ee eh els tee eed bel Esty Cie s Bee 7.3 
po. i PCr ert ee eee re et ue ir ce 7A 
Cok Leet ie wcceh Pecduics eam *pheke opae sam 7.5 
ee eg STUER ae ab ee didde vodaldwetec svsenas eee 
SE Bre CE SUN a ub pW a be cow ¢ we gle ap beens 7.5 
MEE «En ck ec sc'e s WG ao v'de.s Seely 6s thes Cee Veeder SUE Re 11 

EE REG Us GUL hein wee oman 690.4600 gee teas ORME 7.3 
BIS BPPINTS 6. ew he ecw ccs ccccc vec vecesscseedes 7.4 


Union Pacific. 
The Union Pacific railroad is ordered to amend its 
rates as follows, from the stations named to Omaha, 
South Omaha and Nebraska City: 


NS kG on ini, BOL eit n daa She ewe he eben 7.4 
Blue Springs Junction... ......cccseccsccvecesecsvess 7.4 
a hs lee eed ae 88S 7.4 
CN a i Dae eet ial me ee ee em 7.4 
iF o tin dna he didn b REAL O AAAs ORES OOO RESO et ONS 7.5 
NG ns a oe vg pda eb he beh.da eS 6 66 bbws etd weil 7.5 


Because this order makes a lower rate from some 
stations which are intermediate between the stations 
above named and Omaha, South Omaha or Nebraska 
City, the rates herein provided shall operate as a 
maximum at all intermediate stations and it is ordered 
that the rating of corn from Armour to the above-named 
terminal stations shal] be considered via the line Armour 
to Table Rock, Tecumseh and Lincoln. 


Blocks Commutation Raise 


Albany, N. Y., June 3.—The plans of the New York, 
New Haven & Hartford to increase its passenger com- 
mutation rates the first of the present month received a 


setback when the public service commission for the sec- 


ond district announced that the carrier could not legally 
make effective its proposed increased rates on that date. 

As noted in the last issue of THE TRAFFIC WORLD, 
a supplementary complaint was filed against this road 
by William P. Hicok and Buell G. Tallman of Mount 
Vernon, alleging that the railroad had failed to comply 
with the provisions of the law with respect to the filing 
and posting of tariffs in that it was charged that a copy 
of the new schedule should have been open to public 
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inspection at the Mount Vernon station the 2d of 
May, but was not. The commission, in addition to hold- 
ing that the New Haven could not make its rates legally 
effective June 1, further held that the fares now in force 
will continue, notwithstanding the filing with the com- 
mission and the partial publication of these tariffs at 
stations; that no further order of the commission is 
necessary to permit the restoration and putting in effect 
of the tariffs in force prior to the first of the month. 

The commission orders that the proposed new tariffs 
which were to become effective on that date shall be 
regarded as of no force and effect whatsoever, and that 
all cancelations filed by the railroad are without force 
and effect after that date. The carrier is ordered to 
continue to charge the fares duly established and set 
forth in its tariffs now in effect until these tariffs shall 
have been superseded by tariffs filed with the commis- 
sion and published at stations as required by the public 
service commissions law. 

It has been further ordered that the New Haven 
road will be permitted to establish and put. into effect 
on one day’s notice commutation passenger and round 
trip rates and school commutation rates between Harlem 
river and its stations in New York and also joint rates 
between its New York stations and stations of the In- 
terborough Rapid Transit company at 129th street, New 
York City, 


Hits Short-Haul Rates on Coal 


Harrisburg, Pa., June 3.—Declaring that the Lehigh 
Valley railroad was not exempt from the provisions of 
the railroad act of 1907 by its charter rights under the 
act of 1849 and that its transportation charges on coal 
from the Lehigh region to Coplay were discriminatory 
in comparison with the rates in effect to more distant 
points, the state railroad commission, in an opinion by 
Chairman Ewing, has rendered decision in the case of 
the Coplay Cement Monufacturing company and recom- 
mended a readjustment of rates. 

The anti-discrimination statute of 1907 provides that 
“property transported over any railroad shall. be de- 
livered at any station at charges not exceeding the 
charges for the transportation of persons or property 
of the same class, in the same direction, to any more 
distant station.” Complainant alleged that defendant 
was charging it 90 cents a ton for hauling coal twenty- 
two miles from the Lehigh region to Coplay, while 
other consignees were being charged less for a greater 
haul. Admitting this, the defendant denied the right of 
the commission to act, claiming exemption from the pro- 
visions of the statute invoked on the ground that it, was 
chartered before the adoption of the present constitution. 
This position the commission holds to be untenable. . 

In rendering his opinion, Chairman Ewing says: 

“The complainant is a large manufacturer of Port- 
land cement at Coplay, Pa., on the line of respondent’s 
railroad and consumes annually from forty to fifty thou- 
sand tons of coal at its works. This coal is shipped a 
little less than twenty-two miles, at a transportation cost 
of 90 cents per ton; and the basis of this complaint is 
that the respondent carries exactly the same grade of 
coal from the same collieries in the same direction to 
more distant points for 55 cents, 58 cents and 60 cents 
per ton. 

“To these charges the railroad company replies that 
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a greater charge for a short than for a long haul is not 
violative of the common law; that it is justified in mak- 
ing a smaller charge for the longer hauls in this case 
because at most of the more distant points it is brought 
into active competition with the Central Railroad of 
New Jersey, and because the coal is there used for 
smelting purposes by blast furnaces, rolling mills and 
foundries, for which purposes and to which industries 
the tariffs complained of are limited; that it is not sub 
ject to the provisions of the act of 1907, or the section 
of the constitution it seeks to enforce, because it was 
incorporated long prior to the constitution of 1874 and 
has never accepted its provisions nor any legislation 
since its adoption; that even if it were subject to said 
constitutional provision and the act of 1907, yet recog- 
nized economic conditions and necessities .of railroad 
traffic require that those laws be so construed as to 
admit of exceptions to their application, and as if em- 
bracing an ‘under substantially.similar circumstances and 
conditions’ clause; that coal shipped to the blast fur- 
naces, etc., is not of the same ‘class’ as that to the 
cement works, because it is not used for the same manu- 
facture, and the rates given those furnaces, etc., help to 
maintain them .in competition with those in the Pitts- 
burg section; and, finally, that to construe the act of 
1907 otherwise than as above indicated makes it viola- 
tive of the constitution of the United States in that it 
would deprive railroad companies of their property with- 
out due process of law. 

“We take the long and short haul clause of the 
act of 1907 to mean exactly what it says, no more, no 
less; and, since the respondent admits that it does 
charge more for a short haul of exactly the same kind 
of coal from the same mines than for a long haul, in 
the same direction, we must ascertain whether the re- 
spondent is subject to that act, in order to determine 
whether its conduct is ‘in violation of any provision of 
law’ calling for a recommendation by this commission. 

“And it may be stated just here that the effort to 
make a distinction as to the ‘class’ of the freight taken 
to the furnaces, etc., and that carried to the cement 
works, on the ground of a difference in the material 
manufactured by its use, does not impress us. Pxactly 
the same kind of coal from the same mines is carried 
in both cases. 

“The act of March 8, 1856, as we have seen,” the 
sponsors say, “expressly subjects the respondent ‘to all 
the restrictions, provisions and liabilities’ of the act of 
1849, and in section 20 of the act of 1849, ‘the legisla- 
ture hereby reserves the power to resume, alter or 
amend any charter granted under this act.’ It hardly 
seems questionable that the respondent’s charter thus 
was made subject to amendment the same as if the 
company had originally been chartered under the act 
of 1849. 

“It appears, therefore, that by virtue of the respond- 
ent company’s subjection to the act of February 19, 
1849, its charter rights and privileges are so subject to 
amendment as to make the act of May 31, 1907, prescrib- 
ing. inter alia, that ‘persons and property transported 
over any railroad shall be delivered at any station at 
charges not exceeding the charges for transportation of 
persons and property of the same class, in the same di- 
rection, to any more distant station,’ applicable to and 
obligatory upon it. 

“And the action of the respondent in charging the 
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Coplay Cement Manufacturing company more for trans- 
porting to it, at Coplay, Pa., pea, buckwheat and culm 
coal from collieries in the Lehigh coal region, than it 
has been charging other persons and corporations for 
transporting the same grade of coal from the same col- 
lieries in the same direction to more distant stations, 
is contrary to the provisions of said act of May 31, 1907, 
and we, thérefore, now make the following recommenda- 
tion: 

‘Tt is hereby recommended that the Lehigh Valley 
Railroad company so amend its tariff rates and charges 
for the transportation of pea, buckwheat and culm coal 
from the collieries in the Lehigh region to Coplay, 
Hokendauqua, Allentown and South Bethlehem, Pa., and 
adjacent points, as to make them conform to the pro- 
visions of the act of May 31, 1907 (P. L. 354).” 


Car Surplus Falls 





Mr, Arthur Hale, chairman, in commenting on sur- 
pluses and shortages, as shown in bulletin No. 71-A, 
which gives a summary of the conditions from January 
20, 1909, to May 25, 1910, says: 

The total surplus for this period is 115,390, a de- 
crease of 11,758. The box-car surplus shows an increase 
of 3,330, while coal cars decreased 16,174, flats and 
miscellaneous cars remaining about stationary. 


There is little change in the shortage, which totals 
4,729: 


SURPLUSES. 
Coal, 
7 Gondola 
Date Rode. Bax.’ Pal. ome, Sema 
ate. . ‘ at. Hopper. Kinds. : 
May 25, 1910..... 1H 48.326 © 3.284 2,888 S882 115990 
May 11, 1910... .. 157 44,996 3,083 46,062 38,007 127,148 
April 27, 1910..... 153 29,366 4,753 44,391 23,575 202,085 


March 30, 1910.... 150 15834 6116 7400 16 

February 16, 1910. 148 14.990 6.447 8 660 is aie 4851 
January 19, 1910.. 151 22,842 8417 7.819 12°:758 61'836 
December 22, 1909 177 24,284 7.595  7:213 19,262 58'354 
November 24, 1909 163 17,538 4,091 5,628 12,271 39/528 
October 27, 1909.. 174 13,029 3,090 5.287 9490 30,896 
September 29, 1909 174 22,380 3,821 11,239 15,998 53.388 


August 18, 1909... 169 82,505 6,953 42158 98808 

July 21, 1909...... 165 116,221 9,971 78,675 38.487 M3 S64 
June 23, 1909...... 166 121,441 12,099 $9,292 40112 262'944 
May 26. 1909...... 158 118,077 14,940 97,006 43,687 273-710 
April 28, 1909..... 161 107,665 16,487 110,538 47.688 282.898 
March 31, 1909.... 158 101,344 20,428 128,546 46,282 296.600 


February 17, 1909. 159 98512 23'9294 135.208 43797 3 
January 20, 1909. 162 127,204 26,723 116.680 41.057 seb 


SHORTAGES. 
Coal, 
Gondola 
No. of and Other 

Date. Roads. Box. Flat. Hopper. Kinds. Total. 
May 25, 1910...... 154 1,416 1,236 1,837 240 4,729 
May 11, 1910...... 157 1,119 1,422 905 1,109 4,555 
April 27, 1910..... 153 1,778 1,587 1,544 857 5,766 
March 30, 1910.... 150 8,810 1,604 6,649 2,723 19,786 
February 16, 1910. 148 15,448 1,243 10,871 3,642 31,204 
January 19, 1910.. 151 10,078 590 11,128 3,196 24,992 
December 22, 1909 177 10,947 1,021 8,562 3,524 24,054 
November 24, 1909 163 12,230 891 9,542 4,833 27,496 
October 27, 1909.. 174 23,138 1,412 8,743 8,343 36,636 
September 29, 1909 174 8,184 655 4,392 1,351 14,582 
August 18, 1909... 169 556 277 1,076 100 2,009 
July 21, 1909...... 165 106 169 31 33 339 
June 23, 1909...... 166 211 190 193 233 827 
May 26, 1909...... 158 83 99 1,011 47 1,240 
April 28, 1909..... 161 144 106 74 173 497 
March 31, 1909.... 158 158 98 116 27 399 
February 17, 1909. 159 266 97 11 96 470 
January 20, 1909.. 162 163 21 139 35 358 


Add table from galley 31, 


CALIFORNIA FRUIT SHIPMENTS. 

Los Angeles, Cal., June 3.—There were 148 carloads 
of oranges and 16 carloads of lemons shipped from south- 
ern California last Monday. The total for the season is 
19,192 carloads of oranges and 2,557 carloads of lemons. 
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LEADING COMMERCIAL AND 


TRAFFIC ORGANIZATIONS 


Te atest Industrial Traffic League. 


Lake County 
BE. P. Sed 


ect—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 
Officers 
J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President 
as. Transp. Dept. Board of Trade, 
hicago, Il. 
W. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 
Executive Committee 
H. C. Barlow, Chairman 
70 Chgo. Assn. of Com., Chicago, 
ll 
F. B. Montgomery, Vice-Chairman 
Mer. Traffic Dept. International Har- 
vester Co., Chicago, Tl 
Chicago, Ill. 


Pittsburg, Pa. 
G. F. A. Pittsburg Plate Glass Co. 
F. T. Ben Chicago, Ill. 
i. in Me thinots Steel Co. 

L. B. Boswell, Quincy, Ill. 
Comm’r Quincy Freight Bureau, 

W. D. Hurlbut, Chicago, TL 
T. M. Wisconsin Pulp & Paper Co. 

Cc. A. Jennings, Chicago, Ii. 
ae = Dept. American Cotton 


H. G. Wilson, Kansas City, Mo. 
Comm’r Trans. Bureau of Com’! Club. 
E. J. McVann Omaha, Neb. 
eS Com’! Club Traffic Bureau. 
eav Indianapolis, Ind. 
Geman" r Indianapolis Freight Bureau. 
W. P. Trickett, Minneapolis, Minn. 
Ex. Mgr. Minneapolis Traffic Assn. 


ILLINOIS. 


Manufacturers’ Association, 
gwick, Pres., Waukegan. 


National Association of Agricultural Im- 


ene and Vehicle Manufacturers, 
Evans, Sec., Chicago. 


MINNESOTA. 


Northern Pine Manufacturers’ Assocla- 


tion, J. BE. Rhodes, Sec., Minneapolis. 
MISSOURI. 


Business Men’s League, P. W. Coyle, 


Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 


Commercial Club, F. W. Maxwell, Comm’r, 


St. Joseph. 


Kansas City VrameporsaVe® Bureait of the 


Commercial Club, H. G ilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bidg., 
Kansas City. 


NEW YORK. 


Albany Chamber of Commerce, Wm. B. 


Jones, Sec., 95 State St., Albany. 


Hunronet Wholesale Grocers’ Association, 


Beckman, Sec., 6 Harrison 8t., 
New York. 


OHIO. 


Cree Chamber of Commerce, Munson 


Havens, Sec., Cleveland. 
WASHINGTON. 


Pacific Coast Lumber Manufacturers’ As- 


page Victor H. Beckman, Sec., 603 
ber Exchange, Seattle. 


WISCONSIN. 


Merchants’ and Manufacturers’ Assocla- 


tion, Wm. G. Bruce, Sec., 46 University 


Bidg., Milwaukee. 


Barrett Mfg. Co. of 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 
Past Week 


American Milling Co. of Chicago, II1., 


vs. M. St. P. & 8S. 8S. M., C. 1. & L. 
and L. H. & St. L. (3307). 
Complainant alleges that on vari- 
ous dates in the months of Sep- 
tember, October and November, 
1907, it caused to be shipped vari- 
ous carload shipments of grain 
screenings, and was compelled to 
pay a rate of 14c per 100 Ibs. 
Complainant contends that the 
rate charged by defendants was 
unreasonable and unjust, and 
prays that after due hearing and 
investigation, defendants be made 
to answer such charges and asks 
reparation in the sum of $147, also 
to compel defendants to put in 
force and apply as maxima such 
other rates as the Commission 
may deem reasonable and just. 
American Milling Co. 


Chicago, Ill. 
(3303), vs. C., M. & St. P., Union 
Pacific and Colo. & Sou. 

Complainant alleges that on Nov. 
19, 1908, it made a shipment of 
various kinds of roofing and build- 
ing papers and felts from Chicago, 
Ill., to Pueblo, Colo., charges col- 
lected $285.60, weight 40,800 Ilbs., 
based on rate of 70c per 100 lbs. 

Complainant claims rate charged 
by defendants is unreasonable and 
unjust, and Yat Sup. 20 to Trans- 
Mo. Trf. 11-G, which defendants 
were parties to, provides for rate 
of 63c per 100 Ibs., on roofing and 
building paper and saturated felt, 
which complainant contends it was 
entitled to. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and asks reparation in the 
sum of $31.24. 

Barrett Mfg. Co., 
Trf, Mer. 


E. H. Poetter, 


Carlisle Commission Co, of Kansas 


City, Mo., vs. A. T. & S. F. (3301). 

Complainant alleges that during 
the months of June, July and Au- 
gust, 1908, it made 28 shipments 
of hay, from Vera, Okla., and 
Yates Center, Kan., to Wingate, 
N. M., weighing 583,100 Ibs., based 
on rate of 50c and 58c per 100 Ibs., 
respectively, carload minimum 15,- 
000 Ibs. Complainant claims that, 
effective March 28, 1909, the de- 
fendant established a rate of 36c 
per 100 lbs., from Vera, Okla., to 
Wingate, N. M., 15,000 Ibs., when 
in refrigerator cars, also rates of 
39%c per 100 Ibs. from Yates Cen- 
ter, Kan., and 41.8c per 100 Ibs. 
from Vera, Okla., to Wingate, N. 
M., on hay loaded in box cars. 
Complainant contends that rates 
charged by defendants are unrea- 
sonable, unjust and excessive, and 
prays that after due hearing and 
investigation defendant be made to 


Gamble 


answer such charges and asks rep- 
aration in the sum of $967.40. 


Dumee, Sons & Co. of Philadelphia, 


Pa., vs. Ala., Tenn. & Nor., Sou. 
Ry., M. & O. and P. B. & W. 
(3302). 

Complainant aileges that it 
shipped three cars of compressed 
cotton linters from Aliceville, Ala., 
to Philadelphia, Pa., and was 
charged the excessive and unrea- 
sonable rate of 90c per 100 Ibs. 
Complainant alleses that same 
commodities can be shipped from 
points several hundred miles fur- 
ther than Aliceville, at rates much 
less than Aliceville, and prays that 
after due hearing and investigation 
defendants be made to answer such 
charges and put in force more rea- 
sonable and just rates, and pay by 
way of reparation for the unlawful 
charges such sum as the Commis- 
sion may consider complainant en- 
titled to. 

Thomas G. Crom, attorney for 
complainant. 


Robinson Commission Co. 
of Minneapolis, Minn., vs. St. L. & 
S. 2, &, mm a wo and. C. &t. P. 
M. & O. (3305). 

Complaint alleges that on May 
4, 1909, it had shipped 371 quarts 
of strawberries from Mountain- 
burg, Ark., to Minneapolis, Minn., 
weight 17,000 Ibs., rate $1.07 per 
100s Ibs., refrigeration charges 
$46.91, detention $5, making total 
charges $236.51. Complainant 
claims that the rate of $1.07 per 
100 Ibs. charged by defendants is 
unreasonable and unjust and con- 
tends that a rate of 91.5c per 100 
Ibs. is a just and reasonable rate 
for the services performed. 

Complainant prays that defend- 
ants be made to answer such 
charges and asks reparation in the 
sum of $26.35, with interest at the 
rate of 6 per cent per annum, from 
May 13, 1909. 

Leonard Brisley, attorney for 
complainant, 452 Security building, 
Minneapolis, Minn. 


Logan Coal Co. of Philadelphia, Pa., 


vs. P. R. R., Pa. Co., Wabash and 
A. T. & S. F. (3304). 
Complainant alleges that on May 
11, 1910, it shipped from Cone- 
maugh, Pa., to San Francisco, Cal., 
on carload of coal, weight of said 
coal being 65,600 Ibs., charges col- 
lected $352.16, based upon an er- 
roneous weight of 67,400 Ibs., and 
a rate of 52.25¢ per 100 Ibs. Com- 
plainant contends that a just and 
lawful charge for the services per- 
formed would be $342.76, based 


aan an actual weight of 65,600 
s. 


Complainant prays that after due 
hearing and investigation defend- 
such 


ants be made to answer 
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charges and asks reparation in the 
sum of $9.40, with’ interest from 
the 3d day of June, 1910. 

G. M. Stephen, attorney for com- 
plainant, 1210 Security building, 
Chicago, Hl. : 

Spartanburg Ry. Gas & Elec. Co. of 
Spartanburg, S. C., vs. P. R. R., 
N. YY. P. & N. and Southern Ry. 


Complainant alleges that on Oct. 
10, 1909, it had shipped from Bes- 
semer, Pa., to Spartanburg, S. C., 








The Congress in Pueblo 





In a remarkably interesting address delivered in 
Chicago, November 19, 1909, Alva Adams spoke thus 
to the delegates to the National Farm Land Congress: 

“The armies and fleets of Japan are not half the 
menace to our republic as are the unemployed and 
propertyless of the country. Idleness and poverty are 
the breeding ground of riot and revolt. Turmoil and 
lawlessness bring no harm to those who have noth- 
ing. Those who have to pay the cost of disturbance 
and upheaval, the land and home owner, are the bul- 
wark of stability and safety. Stockholders make the 
best guardians of property and institutions. Self-inter- 
est is the most reliable thing in the world. The home 
owner becomes a soldier of defense, enlisted for life. 

“Forty-two million of our people do not own their 
homes. The destiny of our republic will be shaped and 
determined as we increase or decrease this percentage 
of tenant Americans. To illustrate the closeness of 
happiness, security and prosperity to the soil, no crop 
will illustrate better than alfalfa and apples. These are 
but two out of a hundred golden products of rural life, 
but they represent small farms, intense cultivation and 
certain success. They stand for well-cultivated lands, 
for close-settled communities, for convenient schools, 
churches and markets, for telephones, free delivery and 
for homes. blessed with all the conveniences. The 
twenty or forty-acre apple or alfalfa farm may not ad- 
mit of a Newport summer home or a yacht upon the 
sea, but it will be free from the temptation, dangers and 
heart-and-soul wrecks that so often invade the per- 
fumed white way of luxury. Bonanza mines, commerce 
and speculation sometimes win larger prizes, but the 
risk and hazard are greater. Ninety-five per cent of 
those in the marts of trade fail; of the sons of industry 
who follow the plow, 95 per cent succeed. Their earn- 
ings may not be large, but every dollar is bright with 
the smile of honest toil and upon them rests the bene- 
diction of Almighty God.” 

In the statement that 95 per cent of those who 
cultivate the soil intelligently succeed, there is en- 
couragement to the idea that a more serious line of 
thought may be given to the dignity of earning a 
livelihood from the farm. The days of the most ex- 
haustive and monotonous forms of effort are more or 
less passing away, because of the cultivation of smaller 
areas more carefully and modern improvements for 
this work, and never has nature’s first opportunity for 
independence had for its handmaiden an equal induce- 
ment in comfortable profits over and above life’s neces- 
sities. 

The capabilities of the soil underlie and support 
commerce and from their growth and interchange com- 


three carloads -of: steel rails, bolts 
and angle splices, weight of steel 
rails being 270,000 lIbs.; of angle Feb. 16, 1909, provides for a rate 
splices and bolts, 22,000 lbs. Com- 
plainant alleges 
charged by defendants on above 
shipment were on steel rails, $8.18 
per gross ton, on bolts and angle 
splices, $10.42 per gross ton. Com- 
(3306). plainant contends 
charged by defendants on _ steel 
rails was unreasonable, unjust and 
excessive to the extent of $1.38 
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per gross ton, and claims that Sup. 
20 to I, C. C. No. M-1803, effective 


of $6.80 per gross ton on steel 
that the rates rails. Complainant., prays that 
after due hearing and investiga- 
tion, defendants be made to cease 
and desist from charging such 
rates and asks reparation in the 
sum of $178.66. 

Spartanburg Ry. Gas & Elec. Co., 
by F. H. Knox, Vice-Pres. and 
Gen. Mer. 


that the rate 


— a 











merce was born, so that the great chieftains in trade 
are in the end dependent upon the only real freemen, 
the solvent farmers. Our secretary of state, who 
negotiates our interests with foreign powers, is the most 
observed of all the members of the cabinet in his 
diplomacy, and yet vitally Americans are more affected 
by the agricultural and conservation branches of gov- 
ernment in their efforts to promote growth and prevent 
waste. In the one case, a few successful interviews 
with foreign ministers open a market more or less 
desirable perhaps and possibly involving a war to 
retain it, placing him in the limelight; in the other, 
the means to increase our soil production without ex- 
hausting fertility and making certain our food supply 
for growing millions, are quietly investigated and 
determined upon without apparently much public inter- 
est. 

The eighteenth National Irrigation Congress to con- 
vene in Pueblo in September next, goes to a city 
where actual proof will be available to all visitors of 
the possibilities .for production from irrigated lands. 
The reclaiming of thousands of acres of most fruitful 
soil from an otherwise barren waste, the contentment, 
intelligence and material welfare of the people and the 
opportunity for many new investors ought to be a 
forceful and practical example to other regions. The 
scientific investigation now given to improved farm- 
ing, the class of men who are to address the convention 
and the path of success they hold out to those who 
have looked upon the farmer’s calling with good-na- 
tured irony, all contribute in the most essential way 
to that faith in the soil that is the basis of our na- 
tional permanency. 


EXTENDS TIME IN REDUCED RATE CASE. 

Washimgton, D. C., June 3.—The Commission has ex- 
tended until July 1, 1910, the time within which briefs 
may be filed in No. 2206, In the Matter of Reduced Rates 
Limited in Their Application to the Members of Partic- 
ular Organizations, and No. 3126, in the Matter of Re- 
duced Rates on Return Shipments. The Commission will 
receive briefs from any individuals or organizations hav- 
ing an interest in the subject matter of either of these 
investigations. 


RECONSIGNING RULE EFFECTIVE IN JUNE. 

New York, June 3.—It is reported that roads in Cen- 
tral Freight and Trunk Line territories have agreed to 
put in the new regulations allowing 24 hours’ free time 
at reconsigning points on eastbound grain shipments the 
fifteenth of next month. This change is the result of 
the protest of the Philadelphia grain men asking for an 
abolition of the $2 charge; a compromise was agreed 
upon by which this charge should not be assessed until 
after the expiration of the 24 hours. 
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NEWSPAPER COMMENT 


On Railway and Other Questions of National and Local Interest. 





Not in all America is there one better qualified to 
speak concerning the newspaper profession than Colonel 
Henry Watterson of the Louisville Courier-Journal. There- 
fore the things Colonel Watterson said to the newspaper 
reporters of New York papers in his speech last evening 
may be accepted as the very recrudescence of newspaper 
ethics. 

If newspaper men generally would follow the princi- 
ples enunciated by the great Louisville editor there would 
be a deal less mendacity, and the yellow, and the venal pa- 
per would speedily disappear. And all such papers must 
eventually either reform or fall of their own weight, for 
an enduring success cannot be builded on such a founda- 
tion. 

Concluding his address, which was solid meat from first 
te last, Colonel Watterson gave his hearers this inspiring 
thought to take with them: “I stand for the manhood, for 
the gentlemanhood, of our guild—a profession and not a 
trade; and I believe that, in the long run, the owners of 
newspaper properties will learn that integrity and clean- 
liness pay the best dividends and that good-faith and 
rood-humor are positive assets. And whenever any of you 
finds himself in a position of authority, let him carry these 
few precepts in his heart: to print nothing of a man which 
he would not say to his face; to print nothing of a man 
in malice; to look well and think twice before consigning 
a suspect to the ruin of printer’s ink; to respect the old 
and. defend the weak, and lastly, at work and at play, 
daytime and nightime, to be good to the girls and square 
with the boys, for hath it not been written “of such is the 
Kingdom of Heaven.’’—Tulsa Daily World, May 29, 1910. 

* * cs 

Within thirteen days after the decision of Wicker- 
sham, Taft’s man of law, legalizing the sale of the San 
Jose estate in the Philippines, the sugar trust made sound- 
ings for a dock, planted a first crop of sugar and forage 
grass and started a survey of a railroad and the erection 
e* buildings. Congressman Covington denounces this sale 
as a “frame-up,” and the reply of the defender of the ad- 
ministration is just that the figures of the immense value 
ef this land were grossly exaggerated.—The Houston 
<hronicle, May 28, 1910. 


* * * 


‘Senator LaFollette spoke in the Senate for five hours 
vesterday in favor of the Cummins amendment to the pro- 
posed railroad bill. His was a plea for the people, not the 
railroads or the shippers. He wanted the people protected 
in reasonable freight rates, and contended that nothing 
in the proposed bil] provided for reasonable rates. He op- 
posed compromise and said: “You'd better have the cour- 
age to stand up and vote the Cummins amendment down 
than to dodge the question by adopting a subterfuge.” 

On the question of rates he said: “There is not one 
line in the statutes to give the people reasonable railroad 
rates. All that has been accomplished is to afford a means 
of giving equal rates to shippers. The interest of the ship- 
per is by no means the interest of the public. The people 
generally are as much entitled to protection as the ship- 
pers. Forty years ago the fight was begun with that end in 


view and it is as much a fight against extortion as against 
discrimination, but in the former respect there has been 
an utter failure.” 

“The Interstate Commerce Commission is engaged 
in mere child’s play,” said LaFollette, adding that it was 
so hedged about that it could not effectively deal with the 
problem. “The rules of the Senate seem to be so formed 
as to prevent one from speaking the truth. The railroads 
have been having their way for forty years. We have the 
sins of many Congresses to atone for before we permit this 
bill to pass from our hands.” 

The rate regulation in the original bill was in the pub- 
lic interest, he said, but the provision had been so modi- 
fied by Senators Aldrich and Elkins, that it was now 
wholly in the interest of the railroads. He cited numerous 
1aises in rates since January 1, and also a long schedule 
to go into effect June 1. 

Quoting Senator Root as saying that unreasonable 
rates could be corrected under the present law, LaFollette 
said that “such a statement impeaches either the intelli- 
gence or the candor of the man who makes it.” 

Contending that the present railroad rates are “not 
enly not reasonable, but extortionate,’ LaFollette de- 
clared that “those who will not consent to giving the Com- 
mission power to examine further increases betrays the 
public interest. I am here to-day to plead that rates shall 
rot be further advanced until we go back and clothe the 
Commission with authority to determine the reasonable- 
ness of rates and equip it so that it can perform that 
service.”—The Joliet Daily News, May 26, 1910. 

« * cs 

That the moss-grown adage, “It’s an ill wind, etc.,” 
still holds good is evidenced by a statement appearing 
in the Pueblo Chieftain under the caption, “Rate In- 
crease May Benefit West Industry.” While commercial 
organizations all over the state of Colorado are pre- 
paring to register a vigorous protest against any ad- 
vances in rates, Commissioner P, A. Gray, of the Pueblo 
Trausportation association, states: “That the raise will 
be on products of eastern cities and will not discrim- 
inate against Colorado in any way, and again, the very 
greatness of the rates from:the east would have a 
tendency to increase manufacturing in Colorado. 

* oa * 


The Joliet Daily News announces that the officials 
of the E. J. & E. will soon place in operation a plan for 
relief of employes injured in the company’s employ. 
Thus it appears that the company voluntarily assumes 
the employers’ liability to the extent that it will pay 
certain amounts for specific injury, but will refuse to 
treat with attorneys and will not under any circum- 
stances pay for an injury caused by liquor. 

a o* * 


That the possibilities of the moving-picture machine 
in advertising are great is recognized by the advertising 
officials of the Southern Pacific and other Harriman in- 
terests, according to the Redlands (Cal.) Daily Facts. 
It is reported that James W. Erwin, one of the official 
lecturers of the Southern Pacific, is in charge, and 





June 4, 1 


scenes de 
ation and 

“The 
great wes 
advantage 
pied regi 


Thirt 
average | 
ton per | 
Commerc 
ard. 

A sa 
by railre 
highways 
railroad 
and adds 

Not 
hanced, | 
distributi 
at $64,00 


} 


In a 
and Co-o) 
board of 

“The 
since 189 
requires 
would pt 
on $1,000 
They mu 
crease tk 
tributed 
have ste 
freight r 

“Thr 
Commerc 
legislativ 
less ann 
were in 
that this 
much ga 
and shov 
tions in 
your bill 
your clo 
furniture 
hand, rai 
from 18§ 

“Thi: 
went to 
goods a 
charged 
for the s 

“One 
ates pre 
burden rf 
of secur 
a year 
per cent 
the Unit 
year to - 
for legiti 
struction 
your bus 

































































est. 


Zainst 
been 


gaged 
t was 
th the 
ormed 
lroads 
ve the 
it this 


e pub- 

modi- 
3 now 
nerous 
hedule 


onable 
ollette 
intelli- 


2 “not 
te de- 
> Com- 
ys the 
s shall 
he the 
onable- 
m that 


” 


, etc., 
pearing 
ate In- 
mercial 
re pre- 
ny ad- 
Pueblo 
ise will 
liscrim- 
le very 
have a 


officials 
plan for 
employ. 
assumes 
vill pay 
ofuse to 
circum- 


machine 
vertising 
iman in- 
y Facts. 
2 official 
‘ge, and 





June 4, 1910 


scenes depicting orange picking, a packing-house in oper- 
ation and others of value are thrown upon the sheet. 

“The object is to secure the development of the 
great west by showing some of the many attractions and 
advantages possessed by this vast and largely unoccu- 
pied region of the United States.” 

ae *€ * 

Thirteen thousand miles of railroad, reducing the 
average cost of transportation to less than 1 cent per 
ton per mile in Texas, is the statement of the Texas 
Commercial Secretaries’ association in the Tulia Stand- 
ard. 

A saving of 42 cents per ton per mile is effected 
by railroad transportation as compared with public 
highways, continues the same authority, and bringing the 
railroad to the farm reduces the cost of transportation 
and adds perpetual value to future production. 

Not alone is the value of the future product en- 
hanced, but “a new railroad makes a free and equitable 
distribution of values of adjoining property estimated 
at $64,000 per mile.” 


Yoakum Talks to Farmers 


In a recent speech before the Farmers’ Educational 
and Co-operative Union, B, F. Yoakum, chairman of the 
board of the St. Louis & San Francisco railroad, says: 

“The cost of food, coal, clothing, etc., has advanced 
since 1898 an average of 44 per cent. In other words, it 
requires $1.44 to-day to purchase the same goods that $1 
would purchase ten years ago. The difference of $440 
on $1,000 means a great deal to a great many people. 
They must find a way to increase their income or de- 
crease their cost of living. Transportation has not con- 
tributed to the increased cost of living, as freight rates 
have steadily been reduced; neither have reductions in 
freight rates benefited the cOnsumers. 

“Through reductions in rates made by the Interstate 
Commerce Commission, state railroad commissions and 
legislative acts, railroad earnings are now $240,000,000 
less annually than they would be if the rates of 1898 
were in efféct. It has been stated in public speeches 
that this $240,000,000 taken from the railroads was tuat 
much gain to the public. To contradict this statement 
and show that the consumer did not benefit by reduc- 
tions in rates it is only necessary for you to compare 
your bills now and in past years. You pay no less for 
your clothes, your shoes, your hats, your household 
furniture, your farming implements, etc. On the other 
hand, rates are only 90 per cent of what they averaged 
from 1880 to 1890. 

“This $240,000,000 taken from the frailroad earnings 
went to the dealers, who saved that amount on the 
goods and commodities sold to consumers and who 
charged you just as much as or more than you paid 
for the same goods before. 

“One of the subjects upon which the politician cre- 
ates prejudice against the railroads is the so-called 
burden placed upon the people through the overissuance 
of securities. Two hundred and forty million dollars 
a year is 4 per cent on $6,000,000,000, which is 43 
per cent of the total capitalization of the railroads of 
the United States. This extra profit of $240,000,000 a 
year to the dealers is just as great a burden as if paid 
for legitimate increase of capitalization used in new con- 
struction and improvement of train service to handle 
your business, only it is paid out in a different form. 
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The thing the railroad and the consumer are jointly 
interested in is the fact that under present political 
methods of doing business the railroad stands the loss 
cf its revenue and the consumer does not not get it. Recent 
legislation has been in the interest of the comparatively 
few of the country’s population who live on the profits 
between the producer and the consumer, and all they 
get through freight reductions is that much added to 
their profits. 

“TI believe in railroad legislation. I am opposed to 
excessive capitalization. I am opposed also to legislation 
that places future construction in the hands of existing 
companies, which will be against the best welfare of our 
agricultural, interests, handicap every farmer who has 
not convenient transportation facilities, and continue idle 
the many million acres of good land remote from rail- 
roads. 

“Legislative investigating committees will not solve 
the question of cost of living. Such committees are 
political, and politics will influence their. deliberations. 
The cost of living will never be too great in this coun- 
try when products can go direct from the railroad sta- 
tion to the consumer at near first cost.” 


Craffic World Changes 


Effective June 1, Mr. C, R. Berry becomes assistant 
to Vice-President Jos. W. Blabon, of the Chicago Great 
Western railroad, with headquarters at St. Joseph, Mo. 

Mr. Elmer R. Taff, formerly contracting freight 
agent for the Empire line at St. Louis, has resigned to 
become traffic manager of the Commonwealth Steel 
company of that city. 

Mr. C. M. Bunting has been made comptroller of the 
Pennsylvania railroad, succeeding Max Riebenack, de- 
ceased, ; 

Mr, Geo. O. Somers on June 1 became general freight 
agent of the Chicago Great Western railroad, with head- 
quarters in Chicago, vice Mr. W. E. Pinckney, resigned. 

William J. Oliver has been appointed soliciting 
freight agent of the Southern railway, with headquar- 
ters at Norfolk, Va., vice R. D. Miller, promoted. 
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POSITION WANTED 


As industrial Traffic Manager by man 31 years old, 
married, good executive and initiative ability, 10 years’ 
railroad, 2 years’ industrial traffic experience. Would 
prefer position in C. F. A. territory. Address X—43 













WANTED—CLASSIFIED WANT “ADS.” 


Traffic help Traffic positions 
Shipping Clerks Auditors 
Accountants Managers, etc. 


50c per line first insertion 


25¢ $6 each succeeding one. 


Minimum accepted, 4 lines. Figure 8 words to line 
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Directory of Transfer Agents, 
Warehousemen, 


CATHCART TRANSFER 
& STORAGE CO. 


| 


ATLANTA, GA. 





BIRMINGHAM TRANS- 
FER & TRAFFIC CO. 
ALA. 


BIRMINGHAM, 





| LATTIN TRUCKING & 
| STORAGE CO. 


BRIDGEPORT, CONN. 
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MISSOURI STORAGE & 








Vol. V, No. 22 


Freight Forwarders, 
Custom House Brokers, etc. 





GEORGES EXPRESS CO. 


HOUSE CoO. 
HARTFORD, 


PHILADELPHIA, PA. 


CONN. 





Ente 








O. E. JONES 
PROVIDENCE, R. I. 


TRANSFER CO. Vol. V, 


KANSAS CITY, MO. 








DARRAGH WARE- 
HOUSE CO. 


LITTLE ROCK, 


HOUSE Co. 
PROVIDENCE, R. I. 


ARK. 





MACHINERY EXHIBI- 
TION WAREHOUSE 
37th St. and Ashland Ave. 
CHICAGO, 





CLEVELAND STORAGE 
co. 


CLEVELAND, 


OHIO 





| BUCKEYE TRANSFER & 
STORAGE CO. 


| COLUMBUS, 


OHIO 





COLORADO WARE- 
HOUSE CO. 


| DENVER, 


COLO. 





| DENVER TRANSIT & 


| 


WAREHOUSE CO. 
DENVER, COLO. 





THE E. BALF CO. 


HARTFORD, CONN. 





E. S. BELDEN & SONS 


HARTFORD, CONN. 




















CALIFORNIA WARE- 
HOUSE CO. 


CAPITAL & SACRAMEN- 
TO TRANSFER VAN 
& STORAGE CO. 


CAL. SACRAMENTO, 


LOS ANGELES, CAL. 





COMMERCIAL WARE- SALT LAKE TRANSFER 


HOUSE CO. CO. 
LOS ANGELES, 


CAL. SALT LAKE CITY, UTAH 





PATTERSON TRANS- 


CALIFORNIA SHIPPING 
FER CO. Co. 


MEMPHIS, TENN. 


SAN FRANCISCO, CAL. 





F. A. WALSH & CO. 
MILWAUKEE, 


PACIFIC SHIPPING CO. 


WIS. SAN FRANCISCO, CAL. 





THE PECK & BISHOP 


GEORGIA LIGHTERAGE 
co. & TRANSFER CO. 


NEW HAVEN, SAVANNAH, GA. 


CONN. 












Ee | Pn | AMERICAN STORAGE & 
| MOVING CO. 
654-660 West 34th St. 
NEW YORK ST. LOUIS, MO. 











THE TOLEDO WARE- 
HOUSE CO. 
1309-19 Lagrange Street, 


OMAHA VAN & STOR- 
AGE Co. 


OMAHA, 


NEB. 


TOLEDO, OHIO 





